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Baldwin - Westinghouse 
Electric Locomotives 


The Southern Pacific Company 
The Pacific Electric Railway Co. 


These railroads are doing big things for the Pacific Coast, 
and are placing in service 15 of the most powerful Baldwin- 
Westinghouse 600-1200 volt Electric Locomotives ever built. 


Baldwin- Westinghouse Electric Locomotives have no equal, 
because the joint experience of the Baldwin Company, the 
Westinghouse Air Brake Company and the Westinghouse Elec- 
tric & Mfg. Company is a combination that has no equal in 
actual railroad experience. 

Write for Baldwin-Westinghouse Electric Locomotive Circular 1516— 


This Circular tells you how to select a locomotive . 
suitable for your service. Woe 
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| Elsewhere in this issue we publish a 
brief outline of the important work 
, now being undertaken by the depart- 
- on regulation of interstate and municipal utilities of 
Yational Civic Federation. The development of regula- 
commissions of the intrastate operations of electric 


PUBLIC SERVICE 
OMMISSION LAWS 


railway companies and other public utilities has been so 
rapid throughout the country it is not surprising that there 
should have been a great deal of crude legislation on the 
subject. In some cases the control granted to the commis- 
sions by state statute is very slight; in others the commis- 
sion has practically the power of life and death, while in 
still other states many of the provisions in the law are 
ambiguous. The first work undertaken by the department 
was a compilation and comparison of the existing statutes. 
This in itself was a most laborious task, but it is now 
nearly completed and will be finished in its first or tenta- 
tive form by January 1. Asa result of this study the de- 
partment is now preparing a model bill which will first be 
submitted in tentative form to those most interested in the 
subject and afterward, when it is in more definite shape, 
will be open to general criticism. The nearness of the 
time for sessions of the legislatures in many states in 
which the subject of commission rule will undoubtedly be 
considered makes the work of very timely interest and 
value. It was conceived inthe right spirit, and we hope 
that the result will be a more rational action on -commis- 
sion regulation in future legislative councils. 


At the meeting of the New York 
Electric Railway Association this 
: week, the first to be held in New 
York City for a number of years, a series of very interesting 
papers was presented. Mr. Smith described the present 
coupon transfer which is used in New York and has proved 
a very satisfactory solution for a very complicated problem. 
The requirements for a satisfactory transfer ticket in New 
York City differ from those in most other places, partly 
because of the volume of transfers required and partly 
because of the necessity of providing for a great deal of 
re-transferring, that is to say, for second and third transfers 
after the initial fare is paid. For such conditions the coupon 


NEW YORK 
STATE MEETING 


transfer, which “leaves a trail of paper behind it,’ seems 
particularly well adapted. Mr. von Schrenk’s paper on fare 
boxes was the first before a state association on this subject 
and analyzed the situation in a clear manner. In view of 
the newness of the fare box it is not surprising that all of 
the problems connected with it have not yet been solved, and 
although theré are good boxes in the market the field should 
be an attractive one to inventive genius. Mr. Pardee gave 
a clear exposition of the chief problems of the day, and Mr. 
Cain emphasized the importance not only of engaging good 
trainmen but of retaining them. A modern electric car 
represents an investment of about $10,000, and when to this 
is added the cash liability from a safety standpoint of the 
passengers in the car, a company certainly has a large 
amount at stake and ought not lightly to intrust a car and 
its passengers to a trainman engaged through some hap- 
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hazard system. Again, the instruction of each man repre- 
sents an expenditure of $50 or more, and it is poor economy 
for a company to go to this expense for a man who will 
prove himself incompetent after he begins work or will soon 
tire of the job State associations have a different func- 
tion from national associations but are especially helpful 
because the local conditions of neighboring companies are 
apt to be alike in many particulars, and when they vary the 
differences are so well known to the members that allowance 
can be made for them. The quarterly meeting of the New 
York Electric Railway Association this week, though lasting 
only one session, was in line with the high standard which 
its meetings and papers have always held among the state 
associations. Its record of twenty-nine years of helpful 
assistance to the industry is one of which it may deservedly 


be proud. 


In this country it is customary—in 
fact, almost standard practice—to 
equip turbo-generators with sepa- 


ADVANTAGES OF 
SEPARATE 
EXCITATION 


rate exciting units in preference to small exciting gener- 
ators mounted directly on the shaft of the rotor. The lat- 
ter arrangement is perhaps cheaper and more economical 
of floor space, but the desirability of maintaining speed in- 
dependent of the load, thus keeping up the excitation volt- 
age when it is most needed, has generally been considered 
sufficient to overcome the objections to increased cost. 
There is, however, another advantage of separate excita- 
tion which has possibly been overlooked. This is the fact 
that when the exciting generators are entirely separated 
from the main units it becomes possible in case of a bad 
electrical fire to stop the are by simply opening the excit- 
ing current. A disastrous electrical fire was recently re- 
ported by one of our English contemporaries. It orig- 
inated from a short-circuit which resulted in a fire so 
serious that the usual appliances were unavailable and the 
use of water to extinguish the fire became necessary. The 
whole of the switchboard was saturated, and in consequence 
the plant had to be shut down for ten or twelve hours. It 
appears that only a single turbo-generator was affected by 
the short-circuit, and although the machine was appar- 
ently disconnected from the switchboard and the steam 
supply shut off, the heat from the fire was-so intense that 
the field switch was inaccessible. Naturally,-as the. rotor 
of a turbo-generator takes an appreciable time to come to 
rest, the arc was maintained and serious’ failure resulted. 
Automatic devices for cutting out the exciter with a fall 
in the power house voltage do not find favor in railway 
power houses, for the reason that they introduce the risk 
of accidental operation on account of minor line troubles. 
It is, however, a distinctly undesirable feature to permit 
the exciting circuits to be devoid of any opportunity for 
quick breaking by hand in case a disaster should be immi- 
nent. In the case of one very large station the exciting 
sets have been located in small rooms or bays to one side 
of the main turbine room and are provided with switch- 
boards of their own so that they are absolutely independ- 
ent of any electrical fire, which might otherwise prevent 
operators from reaching the source of excitation and 
breaking the arc by the safe and certain method of open- 
ing the exciter circuits. 
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THE NEW YORK, WESTCHESTER AND BOSTON SHOPS 


A description of the maintenance shops of a new sub- 
urban line described elsewhere in this issue covers an ar- 
rangement which is unique in many respects. As dis- 
tinguished from the ordinary repair shop of the city 
railway, the noticeable point is in the absence of the so- 
called carpenter shop—in fact, the elimination of every-. 
thing which pertains to the repair of car bodies. This 
is the inevitable result of all-steel cars, which, it is confi- 
dently expected, will practically never need any repairs 
except to the equipment and running gear. From the 
standpoint of the mechanical man such a development does 
not merely mean reduction of labor cost and maintenance 
of cars but also that the necessity for shop facilities is 
almost cut in half, with a proportional reduction in fixed 
charges. 

The idea around which the new repair shop was con- 
structed was that the relatively costly suburban cars were 
too valuable as revenue producers to permit their being kept 
in the shop for extended periods while undergoing repairs. 
Every facility has been provided to further this plan. 
Stock material is carried at the shop to cover every possible | 
contingency, even to the extent of having a complete motor 
truck waiting at all times for replacement under a car which 
requires truck repairs. The cars are even designed with 
this idea in view, the arrangements for replacing the dif- 
ferent parts of the equipment receiving primary considera- 
tion. 

The tool equipment of the shop, including the over- 
head crane, which, however, should be considered a neces- 
sity rather than a luxury, is remarkably complete. The 
most radical deviation from the standard practice is the use 
of a vertical boring mill instead of the customary wheel- 
boring machine. By its use a large amount of work can 
be handled easily and promptly on the horizontal table of 
the mill. This would otherwise have to be bolted to the 
vertical face plate of a lathe at the cost of much labor and 
possibly inaccuracy, owing to the necessity for supporting 
the work while it is being chucked or bolted on to the face 
plate. i 

The introduction of variable-speed three-phase induction 
motors is a feature which many shopmen have been desiring 
for some time, especially in large shops. The necessity of 
providing direct current in addition to the now customary 
three-phase power is distinctly a burden, as it not only com- 
plicates the wiring for the shop motors but introduces a 
very material item of expense. With the variable speeds 
which can be obtained in an induction motor by means of 
the simple expedient of changing the number of effective 
poles, the initial expense of installation is materially re- 
duced, and from accounts of the motors in the new shop 
the cost of motor repairs should also be decreased. The 
latter consideration is, in fact, such an important one that 
for shop use the displacement of the original constant speed — 
direct-current motor with its frail commutator by the rugged _ 
induction type has been practically universal all. over the 
country. Motors in repair shops are essentially an incident _ 
to production, and characteristics which enable them to 
withstand careless handling and neglect are of infin 
more importance than any other feature because 


refinements simply cannot be kept in service. 
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One of the features of tramway operation which have 
been rather neglected in this country and which ought to be 
persistently encouraged is the addition to the traction sys- 
tem of most of our large cities of well-planned ring lines 
cutting the radial lines which lead to the center of traffic. 
As an urban area gets bigger and more congested the burden 
of handling all the passengers on substantial radial lines of 
railway becomes increasingly great. Nearly every suburban 
territory is provided with more or less cross lines, yet as a 
matter of fact these are very rarely so placed or operated as 
to relieve traffic materially in the congested district. They 
have as a rule been built from one suburb to another at a 
time prior to the full development of the territory, and 
while they serve a useful purpose, they do not obviate the 
troublesome necessity of carrying a passenger into the cen- 
ter of distribution, which is always overcrowded, and then 
carrying him out again, generally by a transfer system, to 
some other point in the suburban territory. The practical 
result is that the passenger has to travel perhaps 8 or I0 
miles instead of 4 or 5 miles, and the road usually has to 
carry him in these days for a single fare. 

As manufactures grow in a city the territory over which 
they spread increases very greatly with the rising cost of 
real estate, and the number of workingmen who have to be 
carried hither and thither about a city rises to a very large 
number. Traffic during the rush hours in the central sec- 
tion could be very much reduced were it possible to accom- 
modate more passengers on one of more electric railway 
rings cutting the radial lines at convenient distances from 
the center of traffic and operated with a view of deflecting 
from the crowded area all the passengers possible. If we 
imagine New York City bereft of all cross-town lines above 
Fourteenth Street, save perhaps one connecting Sixth Ave- 
nue and the North River, we have a picture of the actual 
state of things which not uncommonly exists in American 
cities and their suburbs. Abroad in a number of cities the 
“Ringbahn” has been worked out with very good effect, and 
as surface railway traffic gets heavier a similar policy would 
be productive of excellent results here. The occasional 
cross lines now in use in most cities do good service so far 
as they go, but-they do not go far enough. They do not 
make it at all possible, let us say, to get, from the southeast 
quadrant of the suburbs to the southwest quadrant without 
going through the center, and the peripheral traffic, so to 
speak, even where some facilities exist has not: been sys- 
tematically built up so as to encourage its utilization. 
Oftentimes the building of a short connecting link or even 
re-routing some cars would enable many passengers, and 
particularly working people not engaged directly in the cen- 
ter of the city, to get to their destinations more quickly 
and with a much shorter haul for the company than is now 
the case. 

Further, if the express business is to be developed by 
_ railway companies in suburban territory, the same device 
can be made extremely useful, inasmuch as even when ex- 
press matter has to come from the central territory it can 


ae be thrown out to the outlying territory over the most con- 
venient lines for accommodating the traffic and then dis- 


- tributed on the ring to the necessary points. Both in the 
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case of the passenger and express traffic the result would 
be to relieve congestion very materially and to reserve the 
radial lines close in upon the center of traffic for those who 
really need to use them. 

A first step toward the realization of the plan in any city 
would be to make a careful study of the cross lines avail- 
able to form parts of a ring, then to build enough con- 
necting links to make a practicable run, and finally to push 
traffic on to the cross lines by persistent publicity and if 
feasible by modifications of the transfer system. Passen- 
gers have a certain tendency to flock like sheep along any 
path that is particularly brought to their attention, and it 
is certainly good railroading to make that path one which 
does not increase the congestion of the system at points 
already overloaded. 


MAXIMUM LIFE FROM EQUIPMENT 


It is said that the average Dutch peasant is so frugal that 
the suit of clothing which originally adorns the head of the 
home passes down, with the needful alterations, from son to 
son in the scale of their diminishing size. Something like 
this has long been practised by electric railways in the 
transfer of outgrown types of complete cars and equipments 
to lines of minor importance, but it does not appear that so 
much has been done to secure the maximum service from 
individual parts, with the conspicuous exception of lubri- 
cating material. An article by Mr. Thirlwall in a recent 
issue of the Erectric RAtLway JourNAL brings out this 
point very clearly in connection with brakeshoes. The 
Brooklyn Rapid Transit System, whose practices he had in 
mind, has attained as much as 80 per cent wear of brake- 
shoes through such expedients as transferring the partly 


‘worn shoes of motor trucks to trailer trucks and shifting 


from one wheel to another the shoes that show eccentric 
wear. Even where motor trucks are used exclusively, it 
would still be safe to transfer the half-worn shoes to cars 
with easier traffic conditions. . This practice represents one . 
of the profitable possibilities of standardization, and its 
benefits are available to other companies that have unified 
this important item of equipment. 

Another direction in which the Brooklyn company has 
saved money has been in cutting down and refinishing axles 
for smaller motors to such a degree that only the pony axle 
reaches the scrap pile, thus completing the analogy with 
the Dutch family. It is worth observing, too, that this 
policy of cutting down axles often results in using for 
trailer or low-speed driving axles a much better metal than 
would usually be bought outright for the same service, so 
that safety in operation is increased instead of decreased. 
On the United Railways & Electric Company of Baltimore 
like economies are effected by welding and then cutting 
down three discarded motor axles to form a pair of pony 
axles. There are numerous other possibilities in the salvage 
of truck, control and motor parts. On smaller railways a 
little study may show that the savings from this practice 
might warrant the installation of special tools to aid in 
reclamation work of this character. For instance, the pur- 
chase of a punch might be justified if it could be used for 
cutting down old controller segments in addition to its 
employment for miscellaneous service. 


Q 
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Repair Shop of the New York, Westchester & 
Boston Railway — 


A Description of the Building and Equipment Installed for the Maintenance of High-Speed PRG Cars of Unusually 
Large Size and Constructed of Steel Throughout 


The repair shop of the New York, Westchester & Bos- 
ton Railway, a high-speed suburban road which has been 
described in previous issues of the ELecrric RAILWAY 
JourNnAL, is an example of the most recent developments 
in maintenance shop construction and equipment suitable 
for cars of the largest type. At present the passenger 
rolling stock consists of thirty motor cars. The shop, 
however, is designed to care for the ultimate equipment of 
the road and will eventually handle all repair work on 100 
or more cars. The Westchester cars are of steel con- 
struction throughout and in fact have no wood whatsoever 
in their construction except the seat arms and sash. 

The cars were described in the Exectric RAILWAY 
Journat of March 30, 1912. Their bodies are constructed 


the shop for long periods of time. Duplicate parts includ- 
ing complete trucks are therefore kept in stock so that in 
case of a failure of any part the car body need be held 
only long enough to replace the damaged part. Every 
facility has been provided for the prompt changing of 
trucks so that the detention of a car in the shop is reduced 
to a few minutes. 
GENERAL ARRANGEMENT 

The shop consists of a single building, the main portion 
of which is provided with three longitudinal tracks, each 
capable of holding two cars. These three tracks are as- 
signed respectively to inspection, to heavy repairs and to 
trucks. On the inspection track only light repair work is 
done, and the capacity of the track for two cars is suffi- 


Westchester Repair Shop—Exterior View of the Building 


on the side truss or pressed-steel unit principle, developed 
by L. B. Stillwell’s office, in which the side frame of the 
car is composed of pressed-steel panels, including the posts, 
letterboard and diagonal braces below the sash rest. These 
units are connected at the side plate and at the side sill, 
thus forming the side of the car into a continuous girder. 
Except in the case of wrecks, it is expected that the car 
bodies will never need any extensive repairs, or at least 
will require none for a period of many years. In view of 
the high-speed service and the long runs, both the bodies 
and trucks are unusually large and are of exceedingly 
strong and rigid construction, although of light weight. 
The car bodies are 70 ft. 4 in. long and seat seventy- eight 
passengers. The weight of the car complete is 119,000 Ib. 
The trucks are equipped with single-phase motors, which 
are supplied with current at 11,000 volts from an overhead 
trolley wire, the current bea collected by pantographs 
on the cars and transformed to approximately 320 volts 
at the motors. 

In general the design of 


ene the repair shop is based upon 
the principle that the i 


cars are too valuable to be held in 


cient to provide room for the inspection of the present 
equipment. The faciljties for inspection are unusually 
good. Provision for inspection of different parts of the 
car is provided by a pit which extends the full length of 
the track and by permanent platforms at two different ele- 
vations, one at the roof level of the car for work on the 
pantographs and one at the level of the car floor for clean- 
ing windows and for convenient access to the body gener- 
ally. The provision of these three different levels permits 
every part of the car to be inspected with a minimum of 
physical effort and gives the inspectors every incentive to 
make their inspections with care. No scaffolding or lad- 
ders are necessary for any of this work, and their absence 
materially adds to the rapidity of operations and the free- 
dom of the various groups of inspectors, as well as to the © 
general appearance of the shop. 4 
On the heavy repair track, located along the center line 4 
of the shop, cars which require repair work upon thei 
trucks are handled. Alongside of this track near “the « 
trance door are located permanently two sets of sw 
posts which take the place of the usual portable 1 
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for supporting cars while trucks are being changed. These 
posts are pivoted below the floor level to swing in a ver- 
tical plane at right angles to the track, being normally 
swung back to clear the cars, but swinging in to catch under 
the side sills when it is desired to support the car. One 
set of these permanent horses is located on each side of 
the turntable so that either end of a car body may be 
lifted off its truck and let down onto one pair of the posts. 
These posts support the car while the truck is being re- 
moved sideways by means of the turntable. This method 
of removing a truck, by turning it on the table and running 
it out from under the car to one side, materially reduces 
the height to which it is necessary to raise the car body in 
order to remove the truck. In fact, 14 in. of lift is all that 
is required. In case the trucks had to be brought out at 
the ends of the cars it would be necessary to raise the body 
so that the truck would clear the car steps, and on account 
of the increased height it would be necessary to make two 
lifts, one for disconnecting the motor leads and the second 
for raising the body enough to run out the truck. The 
use of the permanent supports for the car, while not new, 
as a similar device has been used for some years on the 
Boston Elevated Railway, is a feature of very considerable 
value in the operation of the shop, as the crane can be 
released promptly after making the lift and there exists no 
necessity for having a number of laborers to handle the 
heavy portable horses which would otherwise be required. 

The third track in the shop is used strictly for repairs 
to trucks and for storing spare trucks and wheels. This 
track is not furnished with a pit extending the whole 
length as are the other two, because the necessity seldom 
exists for going underneath the trucks to make any repairs. 


ELECTRIC RAILWAY JOURNAL 


1187 


shipments may be received at the storehouse direct in car- 
load lots. 

The oil house is included in the storeroom equipment. 
Oil tanks are located just outside of the wing along the 
south side and are filled from the outside, being provided 
with filler boxes for oil shipped in barrels. The tanks are 
inclosed and the roof of the low inclosure, at about the 
height of the car floor, is used as a receiving and filling 
platform. Oil is drawn from the tanks for use in the shop 
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Westchester Repair Shop—Cross Section of Main Building 


and the inspection pit by means of automatic measuring 
pumps located inside of the building wall on the first floor 
of the storeroom. In this way the danger from fire is 
reduced to a minimum. 

A portion of the second floor of the storeroom wing is 
used for the fan and coils of the indirect heating system. 
Adjoining this is a small room in which pantograph re- 
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net ee Repair Shop—General Arrangement Showing 
Location of Machine Tools and Other Equipment 


‘There is, however, a short pit, 20 ft. long, provided with 
‘the usual steps for access to it in case occasion should arise 

for doing work on the under side of a truck. 
At the northeast corner of the building is a two-story 
wing used as a storehouse, both floors being available for 
! the storage of heavy material. At present the space is 
used as a general storehouse, and in it is handled material 
for all departments, the supplies for the track and over- 
head departments as well as for the mechanical department 
being kept there. The northern end of the storehouse 
opens with a wide door onto a roadway so that material 
may be delivered direct to the storeroom from wagons. 
- On the east and south sides of the storehouse tracks are 
, "extended from the yard at the south end of the shop so 
hat stores for other points on the road may be delivered 
irect to the cars, or, in the case of bulk material, so that 
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pairs are made. This pantograph room is at the level of 
the upper one of the two inspection platforms or at about 
the elevation of the roofs of the cars. The men working 
upon pantograph repairs are thus enabled to carry their 
work between the cars and the repair room without hav- 
ing to leave that level. It is manifest that the saving in 
time through this arrangement is a very material item. 

At the opposite or west side of the shop is an addition 
two stories high, of which the upper story is used for 
armatures and other electrical repairs, and the lower story 


TIRE 
for housing the lighter machine tools. At one end of the 
first floor of this addition is a small tool room and at the 
other end is the blacksmith shop. On the second floor a 
complete air-brake testing equipment has been installed. 

Along the north wall of the building are the offices of 
the superintendent of car equipment and his clerical force 
and also a washroom for employees. These rooms are 
located in an addition one story high extending across the 
full width of the building. Along the north wall of the 


Westchester Repair Shop—Interior View of Blacksmith 
Shop 


two-story portion of the main building a balcony connects 
the second floors of the additions on the east and west 
sides. This balcony also serves as a landing platform 
for material which is handled by the crane to and from 
the second-floor level. A stairway to this balcony is lo- 
cated alongside of the partition between the shop and the 
office and underneath part of these stairs the washroom is 
extended in order to eliminate waste space. There are no 
solid partitions in the main shop or its extensions except 
around the blacksmith shop. This arrangement avoids 
obstruction to light and air and enables a full view of all 
parts of the main shop and extensions from all points. 
The entire working force is, therefore, always in sight of 
the shop foreman. 
EQUIPMENT . 

The entire main floor of the shop is served by a 25-ton 
Whiting electric crane with a‘5-ton auxiliary hook. This 
crane is used primarily for lifting car bodies and is pro- 
vided with a specially designed steel yoke and tongs which 
catch under the side sills of the car body. The yoke when 
not in use is kept standing up at the north end of’ the 
building and leaning against the balcony so that it occu- 
pies practically no room in the shop and can be handled 
by the cranemen alone. The 5-ton auxiliary hook is used 
for removing the motors from trucks and for general 
transfer work about the shop. As both bridge and trolley 
have high-speed travels, the crane is very generally used 
even for handling light pieces. The crane is operated 
throughout by three- -phase variabie-speed induction motors, 
as three-phase current is available from the power trans- 
mission system for the railroad running alongside of the 
-shop. 

That the tool equipment is unusually complete and is 
intended for making rapid repairs is shown by the follow- 
ing list of machine tools which are installed: 


42-in. Pond center-drive car wheel lathe. 
48-in. semi-universal radial drill. 
51-in. boring mill. 
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400-ton wheel press. : Pehle! 

36-in. x 15-ft. engine lathe. 

13-in. x 5-ft. Blount lathe. 

16-in. Stockbridge shaper. 

Double dry grinder. 

Small tool grinder. 

Wet tool grinder. 

16-in. x 6-ft. Leblond lathe. 

Robertson hack saw. 

Three-spindle Barr sensitive drill. 

24-in. Aurora drill press. 

Blacksmith’s forge. 

600-lb. air hammer. 

There is also a motor-driven air compressor having a 
capacity of 96 cu. ft. of air per minute for supplying com- 
pressed air for general shop use. .The car wheel lathe, 
radial drill, boring mill, wheel press and large engine lathe 
are located in the main portion of the shop and are served 
by the overhead crane in order to permit heavy work to 


_be handled to and from them with a minimum of manual 


labor. These tools are, in consequence, driven by indi- 
vidual motots*sAlk of the motors are of the three-phase 
induction type, and where the requirements of the tool de- 
mand it they are arranged for variable speed. The speed 
variation is obtained by changing the number of active 
poles in the machine and in this way producing a change in 
the rotative speed of the so-called revolving field. This in 
consequence changes the speed of the armature in direct 
proportion. The use of these variable speed induction 
motors, which were furnished by the General Electric 
Company, is a feature in the shop equipment originally 
necessitated by the availability of only three-phase current. 
It is stated, however, by R. R. Potter, superintendent of car 
equipment, that there is an incidental advantage in the de- 
creased maintenance of the motors, as they are less sub- 
ject to damage than the d.c. type, which in the past has 
been generally considered to be the only Satisfactory means 
for obtaining variable speed drives. In addition they re- 


Westchester Repair Shop—Machine Tool ‘Bay with Arma- 
ture Room Above 


quire no more attention than constant-speed induction 
motors, 

The smaller machines in the shop are operated from a 
line shaft running longitudinally for the full length of the | 
small machine tool bay. The shaft is hung from _ the — 
second-story floor beams and is driven by a 20-hp motor — 
also hung from the floor beams and belted to the line 
shaft. 

In the blacksmith shop fie hammer is diivek t 
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instead of steam in order to eliminate the necessity for 
high-pressure steam in the shop, low-pressure steam being 
used for heating. As shown in the general plan of the 
shop, the hammer is so located with reference to the doors 
of the blacksmith shop that long rods may be run under 
the hammer through the door opénings. Its use makes 


‘possible the handling of heavy repair work which might 


otherwise have to be sent to some local contractor and is 
another example of the precautions taken to provide every 
facility for making rapid repairs and reducing the time 
during which cars are held in the shop. 


One of the most interesting features of the shop is the 


use of the vertical boring mill instead of the customary 
wheel-boring machine. The object of this substitution was 
made in order to provide in the boring mill a practically 


universal machine which could be used not only for boring 


out wheels but for boring tires and gears, turning wheel 
centers and, in fact, handling all work of large diameter as 
well. Thus the inconvenience of supporting such pieces 


while they are being bolted to the vertical face plate of an 
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pneumatic control system, they can be tested out in the 
shop with absolutely no danger to the men, as’ only a 
32-volt battery is used. The idea that some might have 
that it is dangerous to work around cars operated by a 
trolley voltage of 11,000 is dispelled when jis known that 
there has not been a shopman burned or p ae since the 
beginning of the operation of the road..This may also be 
said of the motormen, whose duties bring them in closer 
touch with the operation of the cars. 
BUILDING CONSTRUCTION 


4 The shop building throughout is constructed with a steel 


framework. The roof ovet the main portion of the build- 
ing is supported on steel#trtisses 27 ft: above the floor level, 
and the additions or*wings on either side have second 
floors and roofs resting on steel I-beams. The main por- 
tion of the building-is 49 ft. wide by 171 ft. long, the tracks 
being 150 ft. long. All outside walls are of plaster con- 
struction by “hy-rib” steel netting, although the partitions 
separating the offices and blacksmith shop from the main 
building are constructed of hollow tile. The roof is cov- 


Westchester Repair Shop—View Showing Turntables and Car Supports—Crane in Background Lifting Car 


engine lathe is avoided. A large portion of the work of 
the mill consists in boring tires, as*the cars are equipped 
with steel wheel centers and shrunk tires of 42-in. outside 
diameter, solid rolled-steel wheels not being available for 
wheels of this size. ° 

It will be noticed from the photographs of the shop that 
no overhead trolley is carried inside of the building. This 
has been omitted on account of the high voltage used on 
the overhead line, which if taken into the shop might be 
dangerous for the workmen. The clear space under the 
roof in consequence permits the unrestricted use of the 
crane. Since the cars are always dead when being moved, 
an electric switch locomotive is used to move cars in and 
out of the shop as required. This locomotive is also used 
for freight service over the line and for transfer work to 
the tracks of the New Haven system. The overhead con- 
tact wires for the yard tracks outside the shop are dead- 
ended about so ft. away from the shop so that when cars 
are moved a dead car is interposed between the locomotive 
and the cars in the shop. 

As the cars are equipped with the Westinghouse electro- 


ered with cement tiles. These interlock on all sides and 
are capped along the ridgepole of the roof so that the slabs 
themselves afford a sufficient protection from the weather 
without the necessity for using any waterproof covering. 
_As shown in the photographs of the shop interior, the 
lighting of the shop has received special attention. Owing 
to the large glass surface provided, the daylight lighting is 
exceptionally good, not only in the bays along the walls 
but in the main portion of the shop as well. At the en- 
trance end of the shop Kinnear rolling doors are provided 
for use during winter weather. 

The repair pits which are installed between the rails of 
all three tracks are 3 ft. 6 in. deep in all cases. The pit 
for the heavy repair track and the short pit on the truck 
repair track are 4 ft. I in. in width with the customary 
open gutter running along one side to the drainage open- 
ings. On these tracks no provision for pit space outside 
of the rail has been provided. The inspection pit, how- 
ever, is 14 ft. 6 in. wide and this permits inspectors to go 


‘under every portion of the floor framing of the cars with 


ample room in which to work. On account of the perma- 
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nent platform at the level of the car floor no work need 
be done from the shop floor level and no devil-strips are 
provided. The rails on the inspection pit are carried on 
piers spaced 4 ft. 6 in. apart longitudinally, each pier being 
1 ft. 8 in, square at the floor line. In consequence the 
clear space between two adjacent piers of 2 ft. 4 in. pro- 
vides ample passageway between the outside and the inside 
of the rail. Access to all pits is effected by means of 
stairways at the ends molded in the concrete end walls of 
the pits. The rails are carried on wooden blocks firmly 
bolted to the tops of the supporting concrete piers and span 
the space between piers without support. The pit in the 
heavy repair track is built with vertical concrete walls 
capped with an oak timber to which the rail is spiked. 
Wooden filler blocks are used outside of the rail head be- 
tween the rail and the concrete floor slab. 

The strictly fireproof construction of the building is 
adhered to in making all floors of reinforced concrete slabs 
resting on a tamped cinder fill for the first floor and upon 
steel floor beams for the various balconies and the second 
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a paint shop. The object of the designers in omitting this 
las been to avoid interest charges for building construction 
which could not be utilized for a year or more after the 
shops are built on account of the new cars constituting 
the entire equipment. These naturally would not require 
any painting for at least that period. At such time as the 
cars need painting an addition will be built along the east 
side of the main shop building, two cars in length and two 
tracks in width, entrance to the addition being obtained 
from the yard tracks at the south end. This addition will 
provide the necessary room in which painting and var- 
nishing can be properly carried on. The present building 
is, of course, not intended to have painting of any kind 
done in it on account of the dust and grit which are inevi- 
table in any repair shop. 

No extensions other than the paint shop are contem- 
plated at any future time, as the construction. of an inspec- 
tion shop on some other point on the line is considered to 
be enough to enable the shop to take care of all the work 
which will ever be brought to it. However, the storehouse 


Westchester Repair Shop—View Showing Inspection 


floor of the storehouse. The platforms alongside of the 
inspection pit are, however, floored with planking. which 
rests upon steel brackets. 
GENERAL 

An impression might readily be gained that this shop is 
too small to handle the work involved by the large cars in 
use on the New York, Westchester & Boston Railway, but 
its operation shows that such is not the case. This is due 
to the policy of having every facility and item of shop 
equipment provided for the prompt repair of any part of 
the car equipment and to an adequate supply of spare 
parts. Aside from the work of painting, it is not expected 
that cars requiring ordinary repairs as distinguished from 
wrecks, will remain in the shop more than half a day at 
any one time. 
the intention of the designers that the shop 
should always be the point where all repairs for the cars 
on the system would. be carried out. In the future, when 
the growth of the railway’s business necessitates a greater 
provision of track space for inspecting cars, an inspection 
shop will be constructed at a suitable point on the line. In 
the inspection however, no heavy repairs of any 
kind will he ted and the work will be limited to in- 
spection and such light repairs as can be handled promptly 
by the inspection force, 


It was 


shop, 


attem] 


It will be noticed that no provision has been made for 


Pit and Elevated Platforms—Pantograph Room at Left 


which, as previously mentioned, is now being used for gen- 
eral storage for the whole road will in the near future be 
devoted solely to mechanical supplies, the maintenance of 
way and general supply material being moved to another 
building at some point along the line. The design of the 
shop was worked out in the offices of L. B. Stillwell, the 
actual construction of the building being carried out by 
contractors under the direction of the officials of the railway 
company. 


The Metropolitan Street Railway, Kansas City, Mo., is 
carrying on an educational campaign by printing a para- 
graph on the backs of its transfers. Each line transfer. 
contains information calling the public’s attention to dif- 
ferent phases of the service rendered and the cost. The 
following pointed ‘sentences appear on the back of the 
transfer tickets used on two different lines: “Did you ever 
stop to think how cheap carfare is in comparison with ~ 
other articles? Think over a few of the things for which 
you spend many nickels, dimes and dollars.” “It isn’t 
always the number of cars that makes good service. The 
steadiness, precision and uninterrupted expedition of the 
round trip counts largely. The public, often thoughtlessly,. 
stands in the way of the good schedule which it demands 
by causing countless small delays, mounting up to an ap~ 
palling total.” 
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(Quarterly Meeting of New York Electric Railway 
Association 


The Principal Topics Discussed Were Transfers, Fare Boxes, Training of Transportation Employees and Tendency of the Times 


The sixteenth quarterly meeting of the New York Elec- 
tric Railway Association and the first since the annual 
meeting in June was held at the Engineering Societies 
Building in New York on Dee. 11, 1912. President W. H. 
Collins, general manager Fonda, Johnstown & Gloversville 
Railroad, opened the meeting and called for the report of 
the committee on the joint use of poles. B. Penoyer, en- 
gineer maintenance of way Schenectady Railway, chairman 
of the committee, presented the report as follows: 

REPORT OF COMMITTEE ON JOINT USE OF POLES 
; Dt Treo re. 

“Your committee on joint use of poles has nothing to 
report at th’s time further than as per resolution adopted at 
your December, I91I, meeting. Our standard form of 
agreement has been submitted to the American Electric 
Railway Association, which in turn has taken the subject 
up with the National Electric Light Association and the 
American Institute of Electrical Engineers. These interests 
have designated a joint committee for the purpose of 
developing a standard form of agreement which can be 
indorsed by all interests. 

“Until such time as some definite action is taken by this 
committee, it would seem that the form of agreement 
adopted by this association should be used by all member 
companies wherever possible. 

[Signed] “B. Penoyer, chairman; R. P. Leavitt, P. S. 
Stanton, F. A. Bagg, Stuart Wilder.” 

W. J.-Harvie, New York, asked to what extent the new 
agreement was being followed in New York State. Mr. 
Penoyer said that he did not know of any company using 
the new agreement. Mr. Harvie said that the committee of 
the American Electric Railway Association on the subject 
was making progress, but that he did not think its report 
would be available for some time, possibly not before next 
October. 

COUPON TRANSFERS 
_A paper was then presented by H. J. Smith, legal depart- 
ment New York Railways, upon the subject of coupon 
transfers. This paper appears in abstract on page 1192 of 
this issue. 

During the discussion W. O. Wood, president New York 
& Queens County Railway, stated that the coupon form of 
transfer had been in use by his company for some time, 
the first experiments with it having been made there. The 
results were uniformly satisfactory and an increased reve- 
nue had been obtained. This installation of coupon trans- 
fers had been made under the direction of Mr. Smith, and 
no trouble either through the passengers or through the 
employees had been experienced with it. ) 

The question of the long time limit was brought up, and 


Mr. Smith explained that it was impossible to provide for ° 


a shorter time limit on account of the long runs existing in 
New York City. The method in use on the New York Rail- 
ways was to punch the transfer one hour ahead of the 
nearest half hour so that a transfer would provide not less 
than one and one-half hours for the passenger to reach his 
destination before the expiration of the limit. There were, 
Mr. Smith added, some abuses of this long time allowance, 
but in view of the fact that the statute governing transfer 
privileges in New York permitted a man to wait until the 
arrival of a car which would provide him with a seat, a 
liberal time limit was compulsory. 

In answer to an inquiry by President Collins, Mr. Smith 
stated that since the introduction of the coupon transfer 
fewer transfers were requested by passengers. In answer 


to another inquiry Mr. Smith stated that one reason for 
the custom of issuing transfers at the time the passenger 
paid his fare-was that it involved only one transaction 
between the conductor and the passenger instead of the 
two which would be necessary in case transfers were issued 
when the passenger left the car. While it was true that the 
issuance of transfers to leaving passengers might reduce 
the total number of transfers issued it would double the 
work of the conductor. He also stated that the division 
of the day at 3 p. m. had proved very efficacious in stopping 
the exchange of transfers during the noon hour. It was, 
of course, impossible to stop all kinds of abuse, and the 
company had detected attempts on the part of passengers 
to ride on patched transfers, but such conditions were un- 
avoidable and occurred very seldom, owing to the risk of 
detection and the small returns. 

Frank Hedley, vice-president New York Railways, said 
there had been an increase in the average fare in New 
York City since the adopton of the coupon transfer. There 
were not many methods for increasing the revenue of a 
street railway property, but one of them was to obtain 
every fare. The coupon transfer, by substantially increas- 
ing the rate of fare per passenger carried, had demonstrated 
that it was a means to reach this end in its particular field: 
He also suggested that if a transfer had originally been 
called an “identification ticket” many misunderstandings in 
regard to its use on the part of the public might have been 
avoided. 

TENDENCY OF THE TIMES 

J. H. Pardee, vice-president J. G. White & Company, 
then presented a paper entitled “The Tendency of the 
Times,” which appears on a later page. 

In the discussion H. W. Blake gave a brief account of 
the investigation of public service laws being conducted by 
the National Civic Federation. This matter is referred to 
in detail elsewhere in this issue. 

Mr. Hedley said he believed all the members should read 
Mr. Pardee’s paper with care because the “public be 
pleased” policy had not been observed sufficiently by man- 
agers of public utilities in the past. He firmly believed, he 
said, in the reasonable regulation of these utilities but 
thought that the commencement of such regulation had 
occurred at a time when public service corporations were 
regarded in an unfavorable light by the public on account 
of their individual acts. In consequence the public did not 
understand the difficulties which the companies had to meet, 
and as the managers did not pursue a policy of explanation, 
public feeling took the form of militant opposition. Mr. 
Hedley believed that education was the proper remedy for 
this situation. 

Mr. Pardee then said that the principal questions before 
public utility companies now were those of valuation and 
rate of return. Valuation, he said, had been defined in an 
infinite number of ways. The proper rate of return, in the 
opinion of public service commissions, varied all the way 
from 3 per cent to 20 per cent. He cited one case where 
a public service commission had used the investment as a 
basis for establishing the proper price for services, but in 
another case it had taken the valuation of the physical 
property. In each case the choice was the one least favor- 
able to the company involved. 

FARE BOXES 

A paper upon fare boxes was then presented by Arnold 
von Schrenk, general superintendent United Traction Com- 
pany, Albany. This paper appears on a later page. 
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J. S. Doyle, superintendent of car equipment New York 
Raitw ays, emphasized the importance of the fare box being 
of such rugged construction that it should always be in 
working condition. If liable to derangement the value of 
the box was largely gone because its moral effect was very 
great and when it was out of service he had found that 
conductors became slack. At present he was making break- 
down and other tests of different types of boxes. Later he 
would be able to give some definite results from these tests. 

TRAINING OF TRANSPORTATION EMPLOYEES 

A written discussion of the report of the committee of 
the American Electric Railway Association on the training 
of transportation employees was then read by J. H. Cain, 
general superintendent Buffalo, Lockport & Rochester Rail- 
way. This appears on another page of this issue. 

C. H. Smith, assistant general manager United Traction 
Company, Albany, stated that his company had worked 
along lines similar to those outlined in Mr. Cain’s paper. 

N. H. Brown, superintendent Albany Southern Railroad, 
in answer to a query by Mr. Cain, stated that on the 
Worcester system about 5 per cent of the applicants failed 
to quality before the completion of the training period. 
J. P. Maloney, superintendent of transportation Albany 
Southern Railroad, stated that about 10 per cent of the new 
men dropped out during the first month. 

Mr. Hedley stated that on the New York Railways a 
table, graduated in periods of six months, showed that a 
slightly greater percentage of accidents occurred with the 
new men than with those who had been a longer time in 
service. 

W. H,. Hyland, claim agent Fonda, Johnstown & Glovers- 
ville Railroad, believed that the most successful employ- 
ment agent was one who had worked up through the ranks 
and understood thoroughly the men who came before him. 
He said that he had found that new motormen were apt to 
have some kind of accident during the first. week of their 
employment. He attributed this to their endeavor to be as 
efficient in maintaining schedules as the men who had 
taught them. 

i: G. Nellis, superintendent Fonda, Johnstown & Glovers- 
ville Railroad, advocated making the positions of platform 
men more attractive by arranging schedules desirable from 
the employee’s standpoint, giving amply long meal hours 
and the like. He believed in treating new men as an im- 
portant part of an organization and making every possible 
effort to hold old reliable employees in service. It was 
the endeavor of his company to correct the lack of knowl- 
edge or experience in men which caused accidents and to 
avoid suspending employees for making mistakes. 

J. K. Choate, Morristown, N. J., called attention to the 
necessity for prompt and thorough physical examination 
of all applicants. He cited a case where an applicant had 
passed an exceedingly satisfactory examination and yet 
upon inspection by a physician was found to be totally blind 
in one eye. Accidents had become a matter of gravest 
importance, not only on steam railroads but on electric 
railways as well, and some means for eliminating the men 
who by inability or other causes involved themselves in 
such disasters was vitally necessary. 

Mr. Doyle called attention to the fact that the Manhattan 
Elevated Railway in New York City had only had one 
accident since its construction which involved loss of life 
to passengers and for which the company was responsible, 
and he asked Mr. Hedley to speak on the subject. -Mr. 
Hedley stated that the ability to obtain satisfactory men 
was controlled largely by supply and demand, and that it 
was necessary for a management to establish reasonable 
rates of wage to get a satisfactory class of applicants. 
This closed the technical session of the association: 

Mr. Pardee then moved to elect as honorary members 
Past-president E. S. Fassett, formerly of Albany, and J. K. 
Choate, as they were engaged in work outside of New York 
State. This motion was carried unanimously. 
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CHANGES IN OFFICERS 

At the meeting of the executive committee held prior to 
the general meeting the resignation of J. C. Calisch as first 
vice- -president of the association was received. Mr. Calisch 
has recently left the railway business. Frank Hedley, sec- 
ond vice-president, was appointed to the vacancy thus 
created, and Stuart Wilder, vice-president and general man- 
ager Peekskill Lighting & Railway Company, was appointed 
second vice-president. 


THE COUPON .TRANSFER 


BY HENRY J. SMITH, LEGAL DEPARTMENT NEW YORK RAILWAYS 


The statutory obligation to give universal transfers 
throughout an extensive system of street railroads grouped 
together by leasing imposed upon operating companies a 
duty which was both onerous and difficult of operation. 
The measure of this obligation, as defined in the New York 
statute, is to give a passenger upon demand a transfer en- 
titling him to one continuous trip to any point or portion of 
any railroad embraced in the system, operating substantially 
as a single railroad with a single rate of fare. iu 

The direction to give a transfer that would accomplish 
the full measure of this obligation presented a difficulty, as 
special transfers could not be provided like steam railroad 
tickets, which route the passenger from a certain point on 
the line to a particular place via particular lines, because of 
the great number of different trips that could be made in a 
large system. It would be impossible for a conductor with 
a blanket ticket to punch out a route for each passenger in a 
city where passengers board and alight with the frequency 
that they do in New York and where, in the rush hours, a 
conductor is constantly busy collecting fares and attending 
to signals. The result of this was that the courts inter- 
preted only the measure of the obligation, and the statute 
left to the railroads the duty of devising a means to ac- 
complish their obligation and surmount the difficulty. * Clear 
as the obligation seems to be now, its interpretation was a 
matter of years full of litigation and marked by conflicting 
opinions. 

Transfer penalty actions were commenced to test the 
right to transfer at disputed points, and judgments were 
recovered against the companies. The law that had been 
passed to promote public convenience was shown to have 
commercial possibilities. A little band of lawyers would 
gather together a clientéle of professional penalty hunters 
who would make trips over routes where transfers were re- 
fused and sue for $50 penalty for each refusal. 

COURT INTERPRETATIONS 

The first case that reached the Court of Appeals (Griffin 
v. Interurban St. Ry. Co., 179 N. Y.) established the right 
to the transfer and the right to a penalty, but it provided 
that only one penalty could be recovered in one action and 
that the bringing of an action was a waiver of previous 
penalties incurred. This required a plaintiff to’ sue after 
each refusal and, in practice, limited the actions to one a 
day for each plaintiff. But with the law established the 
number of plaintiffs increased until, in January, 1905, suits 
were commenced at the rate of 2500 per month and judg- 
ments paid at the rate of $50,000 per month. The company 
then established new transfer points and extended the 
transfer privileges to cover all lines, but the penalty hun- 


ters sought out odd trips in complicated situations and con- 


tinued to bring suits. 


Tite ee convenience and all fair trips had been pro- a 


general and comprehensive system which it oromadie 
so liberal that it was open to yas eae and fraud. 7 
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it the railroads received a crumb of comfort in‘a definite in- 
terpretation of the law. The reasonableness of the rule re- 
quiring a passenger to demand a transfer at the time of 
paying fare was denied in the lower courts (Levine v. Nas- 
sau Elec. Ry. Co., 99 Sup.), but later this case was re- 
versed, and the rule was established in the case of Ketchum 
v. N. Y. City Ry. Co. (118 App. Div.). That a person who 
rode for the purpose of recovering a penalty was not ag- 
grieved and not entitled to recover was established in the 
cases of Nicholson v. N. Y. Ry. Co. (118 App. Div.) 
and Bull v. N. Y. Rys. (192 N. Y.) These cases were im- 
portant in the penalty litigation, but aside from the Ketchum 
case were not of help in determining the roads’ rights. 
TRANSFERS IN REVERSE DIRECTION NOT OBLIGATORY 

It had been conceded by those seeking penalties that it 
was a serious question of law whether a system of railroads 
operating substantially as a single railroad would be obliged 
to transfer in a reverse direction, and no suits had been 
brought under these circumstances until all other oppor- 
tunities for a refusal had been eliminated. But when every 
other point of refusal had been covered by our extensive 
transfer privileges a great number of these cases were 
brought. The judges in the lower courts were divided in 
their opinions as to the obligation of the law on this point. 
A test case was tried. The trial court rendered judgment 
for the defendant. The Appellate Term reversed the trial 
court and an appeal was taken to the Appellate Division. 
The Appellate Division reversed the Appellate Term and 
granted leave to appeal to the Court of Appeals, where the 
judgment of the trial court and the Appellate Division was 
affirmed. (Kelly v. N. Y. City Ry., 92 N. Y.) This case 
established the right of railroads to refuse to transfer in a 
reverse direction and provided against round trips for a 
single rate of fare. ; 

FORMER TRANSFER SYSTEM 

In New York City the general trend of traffic is uptown 

and downtown, or north and south on the avenues or the 
longitudinal lines connected by crosstown or feeder lines, 
and to provide against round trips the plan of issuing green 
tickets northbound and red tickets southbound was adopted. 
These avenue tickets presented at intersecting crosstown 
lines could be held over to another avenue line and there 
exchanged for another avenue transfer of the same color, 
good in the same direction and manner. 
_ The crosstown lines, upon payment of cash fare, issued 
white transfers which were good to any intersecting ave- 
nue line, either northbound or southbound, where they 
could be exchanged for an avenue ticket in the direction 
elected. Upon crosstown lines a transfer passenger merely 
exhibited his ticket and at the next avenue line could ex- 
change it for a transfer of the line elected with the time re- 
freshed and with the privilege of re-transfer back to the 
very lines he had already ridden upon, for each time he 
exchanged his ticket he received the same privileges as a 
‘passenger paying a cash fare. Transfers so easily received 
and so everlasting in their nature not only permitted the 
original passenger to secure rides to which he was not en- 
titled but left him in a position to pass the privilege on. 
Transfers were picked up upon the streets and offered for 
fare and were passed from person to person and publication 
of notices that this practice was illegal diminished the prac- 
tice but little. A campaign for the detection and prosecu- 
tion of these violations only showed the extent of the prac- 
tice and the futility of trying to prevent it. All that could 
be accomplished was to prevent the open practice, which 
was practically limited to those who picked up transfers and 
immediately offered them for fare. 

Investigation showed that many people came to the 
transfer points from places remote, boarded cars and paid 
their fare with transfers, and that an equally great number 
got off the cars with transfers and walked to places re- 
‘mote, retaining the transfers for further use. Messengers 
were, sent out to deliver packages and directed to bring 
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back a transfer for future use. The system of exchange 
transfers as originally put in operation contemplated no 
such exchanges as finally resulted, but-privilege upon priv- 
ilege had been added to meet new conditions, until all re- 
straint had been lost. 

It was finally realized that a consistent system must be 
arranged and that it must be one that would fill the full 
measure of the legal obligations and restrict the abuses. 
The requirements were that it be universal and. elastic, 
simple to operate and difficult to beat. 

THE PRESENT COUPON SYSTEM 

The coupon system now in use has been in operation on 
the New York Railways since June 1, 1912.* It has ful- 
filled all of the requirements and has offered a few advan- 
tages in addition. The system is based upon the literal 
wording of the statute that requires that a transfer, not a 
succession of transfers, be given, entitling a passenger to 
reach any point on any other line. The rights of a pas- 
senger are properly determined upon the line upon which 
he pays his fare, and it is from that line and in relation to 
it that his privileges are based, The ticket is made up of a 
body or center portion which bears the name of the issuing 
line, the contract and time limit and on each end a coupon 
containing a list of options. Where it is necessary to pro- 
vide a fourth ride, this special privilege is indicated on the 
body of the ticket. Thus one ride is had on the car upon 
which cash fare is paid, one on each coupon and the last 
ride as named on the body of the ticket. For each ride 
made the conductor has something to show, either a nickel 
or a ticket or the approximate part, and for each ride taken 
the passenger has surrendered something. Riding should 
and does take value from the ticket. 

/Transfers are issued only for cash and the time is never 
advanced by exchange of cars. Two things operate to kill 
the ticket, riding and the lapse of time. The ticket, as is- 
sued upon any line, provides all the privileges that the law 
requires and offers one or more ways to reach any point 
in the system to which the passenger is entitled to ride. 
The first coupon contains a list of options to any line touch- 
ing the issuing line; the next coupon contains a list of the 
options to all lines touched by the line first intersecting the 
issuing line, and the third coupon, or body of the ticket, 
shows the options to any line touching a line named on the 
second coupon and not touched by one of the lines named 
on a prior coupon. Where the lines are not parallel but 
cross one another in the same general direction and are 
both intersected at different points by a line that crosses 
both, it is necessary that the transfer should be good at the 
direct intersection and also by means of an intermediate 
line. This is accomplished by placing on the second coupon 
the privilege of transfer to a line that-is directly and in- 
directly intersected. This is illustrated by the situation at 
Broadway and Thirty-fourth Street, where the Broadway 
and Sixth Avenue lines, which run in the same general di- 
rection, cross each other and are both intersected at Twen- 
ty-third Street by the Twenty-third Street line, The priv- 
ilege to all the crosstown lines which cross either of them is 
on the right-hand or first coupon and the privilege to par- 
allel lines on the left-hand coupon, but if a passenger de- 
sires to transfer from Broadway to Sixth Avenue at Thirty- 
fourth Street, the left coupon is first detached and the 
right-hand coupon is good to Twenty-third Street from the 
Sixth Avenue line. If instead of going to Twenty-third 
Street via Sixth Avenue he desires to go to Sixth Avenue 
via Twenty-third Street, the right-hand coupon will be de- 
tached at Twenty-third Street and the left-hand coupon 
is good to Sixth Avenue from the Twenty-third Street line. 
The ticket is arranged like a ferryboat; it can go either end 


first and change ends as readily as the passenger changes 


his mind. 


*An illustration of one of these coupon, transfers, issued by the 116th 
Street crosstown line on June 1, 1912, was published on page 920 of the 
Erectric Rattway Journat for June 1, 1912.—[ Eds.] 


1194 
COLORS AND OTHER DISTINGUISHING FEATURES 

Upon the longitudinal or avenue lines a red ticket is is- 
sued southbound and a green ticket northbound, and to the 
succeeding avenue line it is good only in the direction indi- 
cated. Crosstown tickets are generally white and need no 
distinguishing color, except where crosstown lines intersect 
each other. Here it is necessary to use two colors so that 
the passenger cannot leave the terminus on one line and 
transfer back on the other, thus making a round trip. An 
illustration of this is at Eighth Street and Fourteenth 
Street, where both lines have a common terminus at the 
plaza of the Williamsburg Bridge in Brooklyn. On each 
line a gold-colored ticket is used westbound and a lilac- 
colored ticket eastbound. A westbound ticket is not ac- 
cepted on the eastbound trip, although an eastbound ticket 
is accepted on the westbound trip, as at the end of the 
westbound trip the two lines stand apart. 

Each line in the system received a number, and though 
the name of the issuing line appears only upon the center 
or contract part of the transfer, the coupons carry the 
number of the issuing line. 
curate tally showing upon what lines transfer passengers 
originate. | 
the route he has taken. The series number and date of the 
transfer are repeated on each coupon, and though it is in- 
tended that the conductor examine the transfer and detach 
the coupon, if a coupon becomes detached by chance it is 
easy to determine its validity, as the date, the series and 
line number must match. 

A. M. AND P. M. TRANSFERS 

Separate sets of tickets have long been used in this city 
to distinguish a. m. and p. m. transfers, the a. m. tickets 
having dark numbers on a light background and the p. m 
tickets light numbers on a dark background. This plan 
has been continued, but instead of the transfers breaking 
the time at noon, the sets are called No. 1 and No. 2 and 
break the time at 3 p.m. The proper number is then print- 
ed in red outline over the face of the center of ticket. The 
coupons of the No. 1 ticket are plain and the coupons of 
the No. 2 ticket are marked with a black block as an aid to 
the conductor in quickly distinguishing them during a rush 
when he has little opportunity to examine the transfer. The 
time is broken at 3 p. m. so that the large number of pas- 
sengers who ride on the cars from 12 noon to 1:30 p. m. 
will not receive tickets that, apart from the punching, would 
be good when they leave their place of employment in the 
evening. In the rush hours it is impossible for a conductor 
to examine the ticket closely enough to determine the hour 
punched, but at a glance he can distinguish a No. 1 or No. 2 
ticket. 

THE TICKET IN SERVICE 

In operation the ticket is simple for both passenger and 
conductor. The conductor has to punch only the time, has 
no questions to ask, and in issuing gives all he can give, and 
the passenger receives all to which he is entitled. The pas- 


senger has a set of options on each coupon of his transfer ’ 


and may select what privilege he chooses, but he cannot re- 
peat or return on the issuing line. There are some abuses 
that no transfer can overcome. In the rush hours almost 
any ticket may get by a conductor, but it is some. satisfac- 
tion to know that getting by one puts him in no better way 
to get by the next. 

Upon the right-hand coupon a star is outlined in red: 
this indicates that it is usually the first coupon to be taken 
on unlike lines, that is between avenue and crosstown lines. 
Where like lines meet, as at the intersection of two avenue 
or two crosstown lines, the left end is taken. This aids the 
conductor as he can tell his coupon immediately, even 
though the transfer is bottom side up. Where an exchange 
of traffic is arranged with foreign lines the coupon ticket 
leaves an exact record 

Upon Noy. 1 the New York Railways arranged to trans- 
fer from its avenue lines across Fifty-ninth Street over 
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Thus it is easy to take an ac-. 


Each passenger leaves a trail of paper marking | 
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the lines of the Central Park, North and East River Rail- 
road, and to retransfer from its East Side to its West Side 
avenue lines at Fifty-ninth Street. It was necessary only 
to add the Fifty-ninth Street privilege to the crosstown 
privileges on the star coupon and whether the passenger 
surrendered his entire ticket on Fifty-ninth Street or con- 
tinued his journey on another line the haul by the Fifty- 
ninth Street lines is recorded in the possession of the star 
coupon and compensation is determined upon a count. 

The coupon transfer is correct in theory and determines 
the right and ride of the passenger by the point at which 
he pays his fare; for every ride he makes it takes value 
from the ticket; it gives him time enough at the start, and it 
never advances the hour. That it is as goud in practice as 
in theory is proved by six months’ operation upon the New 
York Railways, where twenty-four lines of cars are united ~ 
in a single system and, within the limitations of the law, 
each line can be reached from any other. 


THE TENDENCY OF THE TIMES 
BY J. H. PARDEE, VICE-PRESIDENT J. G. WHITE & COMPANY 


The wheel ot progress has been turning with such rapidity 
in the science of electricity during the past few years that 
when we pause for a moment in a reflective mood we stand 
bewildered and uncertain as to how it has all been accom- 
plished, and ask, Whither does the trail lead? 

The undreamed-of cost of power generation of 2% mills 
per kw-hr. is now a reality in large steam stations, and 
thousands of highly educated specialists are exercising their 
active and inventive brains to transmute such cheap energy 
into candle-power hours and motor miles with the least pos- 
sible loss. For years the question was not, “What will the 
cost be?” but rather, “Will the lamp give light?” or “Will 
the motor actually turn a wheel?” Now the questions are, 
“What is the price?” and “How few watts per candle hour 
or motor mile?” Efficiency is the order of the day and, in 
its broad sense, is the great object for which we must fight 
in the future, not only in the material or mechanical part of 
our business, but also in the administrative, managerial and 
commercial complements, and those of us who do not will 
be left behind as are the stragglers of an army. However, 
in our zeal for reduction of cost and increased number of 
units of production per unit of cost we must not, particularly 
in the electric traction field, lose sight of that sine qua non, 
safety, which is the great essential of successful operation. 

HOLDING COMPANIES 

During the past few years public utilities have been pass- 
ing from the ownership of local people to that of non-local 
or foreign owners in the form of syndicates, or so-called 
“holding companies.” The reason for this at first was 
usually the lack of funds to replace worn-out apparatus or 
to purchase additional equipment necessary to serve a grow- 
ing community, but latterly, particularly in the electric 
lighting field, there seems to have been a craze to acquire 
the properties, however remote they might be to each other, 
to combine them through the purchase of a part or all of 
their securities by a larger company, and to sell securities of 
that company to the public. | 

These companies are being formed over night, and wha! 4 
most of them are sound, yet the ease with which the securi- 
ties are absorbed by the public will have a tendency to 
encourage careless bankers to issue doubtful securities, with 
the inevitable result that some houses of cards will fall and 
the investing public will take its losses and may turn its 
attention to other lines of investment. aoe 

Fortunately, or unfortunately, electric traction has pas 
through this period, and electric railway securities eve 
to-day are looked upon in some cases, although unjustly, 
with suspicion. The country has been growing, an 
was overdone ten years ago is underdone to-day, < 
the solution of some questions, vexatious at presdnl, 
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railways will come into their own and their securities will 
be looked upon as the most stable in the market. 

Industrial combination has been most popular and profit- 
able, except where it becomes too large and in the all-wise 
judgment of the Supreme Court of the United States contra- 
venes the provisions of the Sherman law. Even then it seems 
to be most profitable—witness Standard Oil and Tobacco. 
Combination of public utilities, either gas, electric light 
and railway, or any of them, is of very great value to all the 
parties interested, the public, the owners and the operating 
employees. The stronger companies assist the weaker ones 
in cases of catastrophe or business depression; funds for 
improvements and extensions are more easily and cheaply 
obtained; savings in operating costs are effected through 
central power stations, central shops, operation of through 
cars and a well-organized and complete centralized operating 
staff, and the public enjoys a better and more reliable service 
at less cost. 

The public should not object to these combinations, but it 
does do so, for reasons to be mentioned later, and the result 
is, for instance, a law in New York State that absolutely 
prohibits the owning of more than Io per cent of stock of a 
New York corporation by a foreign company. As public 
service commission laws are passed by state after state, if 
the present tendency continues, further restrictions will be 
placed on combination of control and each company will 
have to struggle along as best it can. The public is 
becoming better informed, and it is to be hoped that it will 
see the light and, instead of doing so many things to prevent 
growth and development, will aid and assist by the passage 
of reasonable and sane laws. 

MUNICIPAL OWNERSHIP 

Municipal ownership, rampant at one time in the electric 
lighting field and for several years considered dead, has 
lately come to life again, and from all sections of the country 
one hears of municipalities having special elections to settle 
such questions, and even lately it has actually broken into 
the electric railway field. There is very little doubt that the 
great majority of the people are sane enough to vote down 
any proposition to authorize states or municipalities to 
embark on a large scale in the railway business, but this is 
largely because they think it cheaper to have private 
individuals furnish the money and then cut down the return 
to the lowest possible point. In other words, they desire to 
go into a special partnership with the private company, 
which will furnish all the money, take all the risk and, if 
successful, turn over most of the profits—a sort of “heads I 
win, tails you lose” proposition. 

It is encouraging to note, however, that several municipal 
ownership schemes in smaller towns have lately been 
defeated at the polls; but the municipal ownership spirit is 
broadcast among the people who have not the opportunity 
or inclination to study the merits of the question, and it is 
all the more dangerous on that account. More education on 
this subject is required than ever before, particularly as at 
this time self-seeking politicians can more easily obtain a 
following for an attack on corporations. 

It is a case of every public utility man carefully informing 
himself of the facts and then going out into his community 
and quietly and persistently talking facts. We must con- 
vince our friends at least that we are not the black-masked 
highway robbers that we are painted. That is what is 
necessary, and justice for ourselves and our interests cannot 
otherwise be obtained. Not only must the well-known 
“public be pleased” policy be adopted, but we must in- 
augurate and prosecute vigorously a “public be taught” 
campaign. 

PUBLIC SERVICE REGULATION 

Public service commission laws are the fad, and in a year 
or two it will be a poor state that has none. The style is 
generally New Yorkesque or Wisconsinesque, but every 
commission dressmaker adds a few frills here and leaves a 


few off there. In no cases are they décolleté; they are full 
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garments, ill-fiting perhaps, but certainly warranted to stay 
on. The corporations wearing them ofttimes fret because 
they are too warm, but that warmth is appreciated as a pro- 
tection against the chilling blasts of unreasonable customers’ 
complaints and piratical competitions. 

The results of state regulations so far are rather alarm- 
ing, for we find: franchises valued for taxation but not 
included for rate purposes; contracts between municipality 
and company controlling rates of fare, terms of franchise 
and other conditions waved aside as of no importance; 
valuations of properties for rate making which leave out 
many elements of original cost; rate of return fixed at 6% 
per cent on arbitrary valuations; sale prices of securities 
fixed so high as to prevent sale and thereby cause em- 
barrassment to companies. 

Notwithstanding the foregoing, the tendency, I believe, is 
to make future commission laws more reasonable by allow- 
ing commissions more latitude in authorizing securities and 
by making all decisions appealable to the courts. 

I am a strong believer in state regulation and the protec- 
tion of the public and public utility companies by commis- 
sions, and | believe that the present drastic laws will be 
so modified in the future that proper growth, expansion and 
operation can be had and at the same time the companies 
will have protection by the right of appeal to the courts on 
any unfair decisions. 

VALUATION AND RATE OF RETURN 

There are only two great problems in the public utility 
situation to be solved by the companies and the people, viz., 
“valuation” and “rate of return.” Upon the solution of 
these questions all others can easily be disposed of. 

It is not my intention to enter into a discussion of what is 
a proper method of valuing properties or determining the 
rate of return, for those questions have been discussed at 
much length by able men and still no two commissions agree, 
and as attempts are made to reconcile the theoretical with 
the practical the solution seems almost to become. more 
difficult. One thing is, however, certain, and that is that the 
rate of return should vary with the hazard of the under- 
taking and should be sufficiently high to attract private 
capital. The public and impractical civic reformers seem 
obsessed with the idea that public utility companies are 
mere empty shells of no value and that money actually spent 
or invested, if present strict valuation does not equal it, is 
entitled to no consideration. The power of some commis- 
sions through their control of valuation and rate of return 
is stupendous. If they should guess that the present physical 
value is $50,000,000, with securities of, say, $100,000,000, 
and the rate of return on the value is 10 per cent, which 
it at least should be, such securities would have a possible 
market value of 90, or $90,000,000; but if they should guess 
the return at 6 per cent, then the market value might be 40, 
or $40,000,000, a gain or loss, as the case might be, in a 
single instance of $50,000,000 occasioned by the opinion or 
guess of one or more commissions. 

Under the present interpretation of commission laws, the 
commissions have greater powers than a Cesar and can 
create or destroy millions in value by a simple wave of the 
hand, but fortunately up to this time the personnel of the 
commissions has been such that no undue advantage of this 
great power has been taken. 

I quite agree with our friend Mr. Crosby that the rate of 
return should be fixed so that all can plan accordingly. 
What we suffer from now more than anything else is uncer- 
tainty, and I believe the tendency is toward some fixed 
basis, but again are you urged to think over these things 
and go out among the people of youR community and tell 
them the facts. 

LABOR SITUATION 

The labor situation is a trying one and really to-day has 
a more important bearing on industry in general than ever 
before. The better the times, the higher the wages, the 
more strikes. The Railway Arbitration Board has sug- 
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gested substantially compulsory arbitration, but neither em- 
ployees nor employers are entirely favorable and the future 
is not entirely bright. The considerable social unrest at the 
present time has been largely encouraged by a supposedly 
great man racing over the country during the last few 
months proclaiming that individuals and corporations of 
wealth should be dispossessed and punished. This tendency 
is toward socialism and should be combated by every one of 
us, for it is by far the most dangerous in our industrial, 
social and political horizon. 

Possibly we have all been too intent on making things go, 
and then on making things go cheaply, and have lost sight 
of these tendencies, which are unimportant at first, but 
which, unless checked, acquire a momentum almost irre- 
sistible. We must all be efficiency engineers, but I believe 
absolutely our greatest service to our companies is in being 
publicity engineers. The most effective publicity engineers 
are those men who can, not by set and brilliant speeches, but 
by persistent every-day conversation, so present the facts 
and arguments on all our questions as to impart real 
information to thoughtful citizens. Such efforts must 
necessarily create a fair and just public opinion and build 
up a civic force for justice that will overwhelm the vicious 
forces of demagogism. : 


DISCUSSION, OF THEVRELORD OF thle GO M- 
MITTEE ON TRAINING OF TRANS- 
PORTATION EMPLOYEES 


hY JOHN H. CAIN, GENERAL SUPERINTENDENT BUFFALO, LOCK- 
PORT & ROCHESTER RAILWAY 


The training of transportation employees is a serious 
responsibility, and dependent on the method by which this 
responsibility is met by each and every company are not 
only the lives of the public but the safe and profitable 
operation of our railways. The problems which every mem- 
ber of the transportation department is called upon to meet 
each hour of the day call for quick thought, prompt action 
and the exercise of sound judgment. The development of 
these faculties to the highest point of efficiency, combined 
with pride and interest in the work and the instillation of a 
feeling of loyalty, require a complete, highly efficient and 
thorough organization, having at its head an official of keen 
intelligence and long experience. Preferably he should be 
one who has himself risen from the ranks and who, above 
all things, must be a good judge of mental characteristics, 
capable of understanding human nature, possessed of the 
art of handling men and the ability to set a high standard 
for himself, and holding his organization to that standard. 

In the conclusions of the committee’s report we find 
the statement that a large proportion of the accidents cost- 
ing $100 or more to settle are caused by the new and un- 
trained employees, and also that a large proportion of rule 
violations by untrained employees are due to lack of knowl- 
edge of such rules. The committee’s conclusions further 
state that too much punishment and not enough education 
are responsible for many men leaving the service. This 
condition certainly is not as it should be. If the employing 
official should make a mistake in the selection of an appli- 
cant, it would seem that through his organization this mis- 
take should be discovered and rectified before the applicant’s 
period of training has been completed and not through the 
channels of the claim department after he has gone into 
actual service. Certainly the expense attached to making 
this discovery could always be kept smaller than the amount 
which we now have to pay for our failure to make these 
discoveries at the proper time. 

The railway companies should offer every possible induce- 
ment to encourage the application of high-grade men. I 
feel that the present practice of requiring applicants to 
spend from ten days to two weeks practising as students 
and absorbing such training as we can force into them in 
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that limited time has a tendency to keep away many high- 
class men who would otherwise apply, for the reason that 
they do not feel that they can afford to spend the time 
gratis. These practices are handicapping us in securing 
first-class material, and the development of a beginner’s 
faculties to a degree anywhere near sufficient to secure the 
proper results surely cannot be accomplished in ten days’ 
or two weeks’ instruction on a school car or breaking in as 
a student on cars in actual service. Ample proof that this 
period of time is not adequate for instructing and turning 
into service an employee capable of giving the results we 
should have can be found by an examination of any of our 
monthly operating statements; hence the presentation by 
the writer of data on this phase of the subject is needless. 

The present forms which we are using for application, 
medical examination, “follow-ups,” etc., seem to bring out 
the necessary information and fulfil all requirements, with 
the possible exception of the “follow-up” form, to which 
this company has added a coupon which may be detached, 
upon which the applicant fills out a form as follows: 


eee! O80). ae 

My nine die een 
(Address) et discon satan ae 
I refer ‘you, to Mrinee cus. puisnisieelristeaets for my previous record, 


and I hereby authorize him to furnish the same, together with my rea- 
sons for leaving ‘his service, if known. 
[Signed], «420%. Seiccene eee chee eee 
(Applicant) 

This coupon protects any person who may for any rea- 
son hesitate to give an applicant’s service record and also 
prevents the applicant from making any damage claim for 
information which may be given regarding his previous 
services, 

After the applicant’s papers have been approved and he 
has successfully passed the required physical examinations, 
including eye and ear tests, etc., no matter how high a 
grade of intelligence he may display, he should receive a 
period of training of not less than thirty days. The railway 
companies should make provision for the payment of a rea- 
sonable amount to tide him over this period, and after his 


thirty days of training have elapsed he should be placed in 


service on probation at a reduction from the regular rate 
of pay. This can be a predetermined amount, based upon 
the period of probation service, which, as an illustration, 
might be six months. This would help to recompense the 
company for the amount it has expended on him during 
his thirty days. of training. During the period in which 
he is kept on probation his schooling should be continued 
on the various subjects of which he is required to have a 


good working knowledge, and everyone knows they are 


sufficient in number:to keep him pretty busy during the pro- 
bationary period and of too voluminous a nature to attempt 
to enumerate in this paper. During his probationary period 


I question the advisability of assigning him to every run- 


or class of work to which his seniority may entitle him. 
I think he should be watched closely by the training force 
and assigned to the easier runs, preferably, in the case of a 


motorman, with one of the older conductors, or, in the case 


of a conductor, with one of the older motormen.. In this 
way we should coach him along, constantly raising his 


efficiency and not subjecting him unnecessarily to severe 


conditions with which he may not find himself competent to 
cope. During his-period of training and probation he should 


receive every help possible by the training organization 
and, in fact, every member of the transportation depart- 
ment; particularly he should have enlisted in his behalf — 

the sympathy and help of the older train employees. Many > 


times the tenderfoot is disheartened by the things tha 
said and done to him, so that he becomes discouraged 
this has a tendency to produce recklessness. Petty officia 
should not be permitted to “jump on” new men; the: 


. 


be helped and not abused. a vet ens 
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The accident prevention campaign, which has spread over 
the country. and has resulted in the appointment of accident 
prevention committees and in accident reduction work of 
various kinds on all railroads, is bringing very good re- 
sults, and as the results begin to appear, this campaign no 
doubt will be waged with greater vigor. One of the results 
of this work is the general enlightenment and education of 
all the train service employees, both old and new. This 
campaign is spreading to the general public through the 
efforts of the railway companies, chambers of commerce 
and other public bodies. This in itself is an education to 
our trainmen in the reduction of accidents, as many of them 
in the past seem to have proceeded on the theory that it did 
not matter much if an accident happened as long as the 
other fellow was.to blame for it. The railway company’s 
attorney, however, has much difficulty in getting the jury to 
see it in this light. : 

Examinations, both mental and physical, of all trainmen 
should be made at intervals of four or five years; in a word, 
their training should begin when their application is signed 
and stop only when their badges and keys are turned in. 

In conclusion, the thoroughness with which the committee 
has covered the field and the finished manner in which 
its report has been presented leave very little opportunity 
for discussion; therefore my remarks have been along the 
line of thought suggested by its conclusions. 


FARE BOXES 


KhY ARNOLD VON SCHRENK, GENERAL SUPERINTENDENT UNITED 
TRACTION COMPANY, ALBANY 


The use of fare boxes has long been recognized to offer 
so many advantages as a method of fare collection that a 
number of early attempts were made to devise such a sys- 
tem which could be put into practical use. But the great- 
est impetus to these efforts was given by the introduction 
of the prepayment type of car, which made it possible for 
the conductor to remain in a fixed position and to confine 
the collection of fares to one point. The further rapid 
development and adoption of the fare boxes was but a 
logical result of this new situation. The very nature of 
the business of a street railway company makes it neces- 
sary to guard against two evils, each of which may be the 
source of serious loss of revenue. The handling of large 
amounts of cash with only an imperfect, if any, immedi- 
ate check is a temptation which many an originally honest 
man has been unable to resist, especially if he realizes his 
ability to hold out money with immunity. The other 
source of lost fares is due to the physical limitations of 
the conductor—that is, the difficulty of collecting a fare 
from every passenger on the car during rush hours when 
heavy travel causes very crowded cars and where a large 
proportion of such travel is made up of short-distance 
riders who often reach their destination and leave the car 
before it is possible to collect their fares. Many increases 
of receipts have been shown by various companies which 
have been attributed directly to the fare boxes installed on 
their cars. But when such increases are shown this need 
not be considered as a reflection on the honesty of the com- 
pany’s employees, but rather as showing a more business- 
like and better method of fare collection. 

CLASSES OF FARE BOXES 

The purpose of all fare boxes is to make certain that 
every passenger pays a fare for his ride and that this fare 
will reach the treasury of the company. The various fare 
boxes now in existence may be divided into two classes 
according to the method used to safeguard the fares that 
have been delivered by the passengers. The first class 
embraces those fare boxes which consist of a box in which 
the money is deposited by the passenger. In this box the 
money remains securely locked up until it is withdrawn in 


the office of the receiver, who alone has the means of 
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access to it. The second class includes those boxes which 
are practically nothing more than counting machines. Every 
iare after being deposited by the passenger is passed 
through the box by the conductor, its passage being re- 
corded or registered accurately by some mechanical count- 
ing device. After being positively recorded and accounted 
for, the money is dropped into a receptacle accessible to 
the conductor, who may withdraw it at his convenience. 
The conductor is then held accountable by the company for 
the amount of money recorded by the indicator on the box 

The modern fare box is usually provided with an upper 
receptacle so arranged that the money dropped into it by 
the passenger remains on a table or platform which is 
visible through the glass sides of the receptacle so that the 
fare deposited can be inspected by the conductor before 
it is dropped into the lower portion of the box. Pro- 
vision is also made that the money once deposited cannot 
be removed by the passenger or conductor. In the locked 
fare box the money is dropped directly from the table 
into the lower portion of the box, where it remains until 
removed by an agent of the company authorized to do this 
work. In some types of locked fare boxes the entire fare 
box is taken to the office, where its contents are with- 
drawn. Others contain an inside box or drawer, which 
may be removed from the bottom casing of the fare box 
proper and automatically locks itself when it is being 
withdrawn. Still other fare boxes contain a removable 
cash receptacle which is divided into two or more com- 
partments. A mechanical device accessible from the ex- 
terior of the fare box permits each of the several con- 
ductors who may be called upon to operate the fare box 
during a single day to accumulate the receipts of his por- 
tion of the run in his own individual compartment. At 
the end of the day the entire cash box is withdrawn from 
the fare box, each cash box automatically locking itself. 
and the receipts thus reach the receiver separated by the 
compartments into the individual collections of the several 
conductors. 


ADVANTAGES AND DISADVANTAGES OF EACH TYPE 
The locked fare box, as compared with the registering 
type, appears to have many advantages in principle, as 
the conductor is entirely relieved of all handling of cash 
except to make change and as anything which is once 
deposited in the box is practically in the treasury of the 
company. It also presents a less difficult problem on a 
system where the collection of many ticket fares is neces- 
sary. Thus there would seem to be little doubt that it is to 
be preferred were it not for the many difficulties which 
appear when such a box is put into actual operation. 
Perhaps the greatest of these difficulties is what has 
just been cited as the greatest advantage of the box, the 
fact that the money deposited by passengers is locked up 
and cannot be reached by the conductor. This means that 
the latter is constantly required to give out change and re- 
ceive nothing but money of large denominations in re- 
turn. It is therefore necessary for the company to ad- 
vance a sufficient amount of change to him before he goes 
out to begin his work and to renew his supply whenever it 
gives out. The amount of this advance varies with differ- 
ent companies, but ranges from $5 to $25. For a com- 
pany operating a large number of such boxes these ad- 
vances will reach a very large total, which is still further in- 
creased by a fund of small change which must at all times 
be kept available at the offices for renewing the supply to 
men whose change is used up before their work is ended. 
The company with which the writer is connected re- 
quires every conductor to provide himself with $2 in 
change, and the company advances him an additional 
amount of $10, for which he signs a receipt and which he 
returns at the end of his day’s work. For the operation of 
twelve cars equipped with such boxes the total fund which 
is kept availab'e in the shape of nickels in rolls of $2 is 
$300, which has been found to be barely sufficient to meet 
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Conductors apply for additional change 
from one to five or six times on runs which may average 
about eight hours in length. The writer has observed one 
occasion when a fund of $800 was not enough to meet the 
requirements of a single day on a line operating ten cars, 
of which at least two were out not more than five hours. 
In another case the local banks could not meet the re- 
quirements of a company for change, and it was necessary 
to have it sent by express from a considerable distance. 

Where it is necessary to operate routes of great jength, 
cr where routes do not pass a station or carhouse, it may 
be necessary to send out special messengers with change 
or maintain a supply of change at distant points, or points 
which can be reached by the conductors operating such 
routes. On long routes, where a large proportion of the 
travel is made up of short-distance riders, there is also the 
increased possibility of conductors running short of change 
entirely with the resultant embarrassing situations. 

The locking of the money in the fare box has the result 
that a large proportion of the receipts comes in pennies, 
nickels and dimes instead of in larger denominations. This 
necessitates the use of coin-counting machines and an in- 
crease of the clerical force where many cars are operated, 
which means an increase in the expense of handling and 
accounting for the receipts which may rise to very re- 
spectable proportions. 

Another unavoidable characteristic of the locked fare 
box is the necessity for handling the complete fare box or 
the cash drawer by the conductor whenever a car runs in 
or whenever a change of crews is made. In some cases 
conductors do not do this themselves, but this’ work is 
delegated to other employees, such as starters or even 
men who do nothing else. In any case this is an undesir- 
able feature. The handling of the boxes requires addi- 
tional work. Considerable space must be reserved for stor- 
ing them, and the possibility that they may become dam- 
aged is introduced, the latter danger having in many cases 
been found to be considerable. 

If a compartment box is adopted, we are confronted with 
the introduction of a mechanical device which must be 
closely watched to shift the money discharged from one 
compartment to the next. If the conductors are depended 
upon to do this, there is another opportunity for con- 
fusion. When this shifting is not done properly there is 
of course no danger of actual loss of money, but it be- 
comes difficult to account for and separate the work of the 
respective conductors. 

THE REGISTERING BOX 

In looking into the merits of the registering fare box 
it may be stated in general that its advantages are prac- 
tically the absence of the disadvantages of the locked fare 
box, just as it presents weak features of its own which 
are not found in the locked fare box. ° 

The registering fare box is a more delicate and com- 
plicated apparatus. It is essentially a coin-counting ma- 
chine, but one which must meet conditions which are in- 
finitely more exacting than those which have to be over- 
come by the machines used in banks or in our own treas- 
ury departments. It must meet a variety of conditions, 
some of which are exactly opposed to each other. In the 
first place it must be more compact and so light that it 
can be conveniently transported, as when a crew changes 
ends at the terminal of a line. Furthermore, it must acct- 
rately separate and account for coins of different denomi- 
nations or sizes and still be flexible enough to take care of 
coins which are worn, slightly bent or flattened: i 
must reject, as far as possible, coins which eee 
form with certain standards. Again, when compared with 
another coin-counting machine, it must be remembered 
that the latter is usually operated by person who is on 
the alert to detect any errors which it muy make and who 
will himself correct such errors, whereas the fare box is 
in the hands of a person whose work it js designed ‘to 
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check. That this is an almost vital difference will be ap- 
preciated by every one who has ever attempted to de- 
sign anything which was to be proof against tampering 
by some person who was bent on defeating its purpose. 

{n the foregoing paragraphs a number of weaknesses 
have been pointed out, but this does not mean that all of 
these will be developed by every fare box, and they are 
merely submitted as deserving of consideration when the 
question of selecting a fare box presents itself and to point 
cut certain lines along which further development may be 
expected. That the use of the fare box increases receipts 
does not to the mind of the writer seem to be open to 
doubt. 

INCREASE IN FARES 

That many fares are lost where fare boxes are not 
used is shown by a comparison of the actual receipts col- 
lected out of the fare boxes with the amounts recorded 
by the overhead car registers. By far the larger num- 
ber of discrepancies are on the side of “overs” in cash 
or shortages on the register, and it is very significant that 
these “overs” appear in the work of even the oldest and 
most trusted employees. The writer does not believe that 
this is all due to too complete a reliance on the fare box 
by the conductor but more likely to a collection of fares 
which otherwise would have been missed or not turned in 
if the car register alone were depended upon as a basis 
for settlement. 

Unfortunately, there are not many figures available at 
this time which show the actual gain in revenue due to 
the adoption of fare boxes on various properties. The 
experience of the company with which the writer is con- 
nected is comparatively limited, and as a number of changes 
affecting the receipts were made simultaneously with the 
installation of fare boxes on some of its lines, it is very 
difficult to estimate just what can be attributed to the fare 
boxes. During the middle of October we began to convert 
the cars operating on one of our lines so that they could be 
operated with fare boxes. Ten cars are operated in regu- 
lar service on this line, and during rush hours nine trippers 
are sent out which average about seven and a half hours 
per day. Since the middle of October up to the beginning 
of December nine cars have gradually been so equipped. 
Comparing this line with another one of practically the 
same size and characteristics on which no such changes 
were made, we found a very decided improvement, as 
shown by the increase in percentage of the monthly earn- 
ings over those of the corresponding months of last year. 
The following figures show this change: 


Per Centr IncrEASE OF EARNINGS 1912 Over SAME Monrus 1911. 


: Aug. Sept. Oct. Nov. 
Line operating standard cars..........., 7.2 <0) 8.2 4.3 
Line operating fare boxes............+. 7.8 3.8 9.5 7.4 


That the fare box did produce an increase is certain. 
And that this increase will be great enough to pay for the 
cost of the boxes in a much shorter time than the life of 
the boxes seems to be equally certain, especially after fur- 
ther refinements, which may reasonably be expected in the 
near future, shall have been worked out by the designers. 
This seems to be in accord with the experience of a num- 
ber of other companies, and it is hoped that the discus- 
sion will bring out more detailed information about this 
than the writer has in his possession. LTRS 


An agreement is reported to have been effected between 
the municipal authorities of La Paz, Bolivia, and the local 
tramway company by which the tramway and electric light 
services in the city are to be increased. The tramways and 
the electric supply are to be extended to the village of 
Obrajes, the tramways are to be connected with the site of 
the terminal stations of the Antofagasta and Arica-La P. 
railways, a telephone line is to be installed between La 
and Obrajes, and incandescent lamps are to be substitute 
for the are lights now used in the lighting of the city. 


a 
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KEYSTONE RAILWAY CLUB MEETING 


The fourth meeting of the Keystone Railway Club was 
held at the Hotel Walton in Philadelphia on Dec. 10, 1912. 
About 100 members and guests were present. During ‘the 
regular business session of the club officers for the coming 
year were elected as follows: John L. Gould, master 
mechanic United Traction Company, Reading, president; 
Thomas Cooper, Westinghouse Electric & Manufacturing 
Company, first vice-president; Samuel Bullock, Baldwin 
Locomotive Works, second vice-president; J. G. Baukat, 
superintendent of car equipment Lehigh Valley Transit 
Company, secretary, and W. H. Wheaton, master mechanic 
Wilkes-Barre Railway, treasurer. The executive com- 
mittee elected for the year was composed of W. B. Rock- 
well, manager Eastern Pennsylvania Railways, chairman; 
H. C. Branson, Service Engineering Company; W. A. 
Heindle, manager Wilmington & Philadelphia Traction 
Company, and B. Berry, of Hayward Brothers & Wakefield 
Company. 

A vote of thanks was tendered to Secretary Baukat for 
his work during the past year and also one to Mr. Cooper 
for his good work at the head of the executive committee 
during the same period. 

A paper on “Baldwin Trucks” was then read by Mr. 
Bullock. Stereopticon views showing the processes of 
truck manufacture and different types of existing trucks 
were introduced during the presentation of the paper, which 
dealt with the essentials of electric truck design. The 
author stated that the first thing to be determined was the 
maximum load on the truck, as well as the speed. Accurate 
estimates of car weights were in fact absolutely essential 
to good. truck construction. The maximum live load of 
course depended upon the character of the car and the 
location of the seats. An estimate for interurban pas- 
senger cars with cross seats and narrow aisles was given 
as two times the seated load times 150 for the maximum 
live load in pounds. For city cars three times the seated 
load was considered usual, and for subway or elevated cars 
having only longitudinal seats four times the seated load 
was a conservative figure. 

Often with single-ended cars there was an excess weight 
on the front truck of 20 per cent of the light load, and this 
must be taken into consideration; otherwise the car would 
be lower at the front end than at the rear. For interurban 
trucks whose speed was over 45 m.p.h. a factor of safety 
not less than five ought to be used in the design. For light 
suburban and city trucks practice had shown that this factor 
might be slightly reduced. 

Taking up the matter of lightness, the author said that it 
was well known that lightness varied inversely as the factor 
of safety. In other words, the greater the factor of safety 
the heavier the truck, which often accounted for heavy 
weight trucks. The point of “easy riding’? depended upon 
two things, first, springs of the proper deflection and, 
second, swing links which were properly hung. 

Relative to truck maintenance, the author said that it did 
not necessarily follow that because the first cost was low 
the truck was an economical proposition. The maintenance 
cost must be taken into account, and only the ultimate costs 
should be considered. It was unwise, the author added,. to 
restrict the wheelbase so far as to congest the space under 
the car; otherwise it might be necessary to remove the out- 
side pedestals to get out the motors, or brakes might be 
hung at improper angles for gravity release, or it might be 
difficult to renew the brakeshoes. 

Mr. Bullock also described a portable hydraulic weighing 
machine which was used for determining center-plate loads 
imposed upon trucks. This consisted of a small oil cylinder 
to which was connected a pressure gage and a plunger rest- 
ing on a copper diaphragm within the cylinder. In weigh- 
ing a car body one end was jacked up about 8 in. and the 
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machine placed upon the truck center plate. The car was 
then let down and rested upon the pointed plunger, the 
weight of that end of the car body-being read from the 
gage. The weight of the other end was then obtained in 
the same manner, and the two weights added together gave 
the actual car-body weight within a fraction of I per cent. 

S. Stadelman, Nachod Signal Company, then presented a 
paper entitled “An Interurban Signal System.” This con- 
sisted in a description of the Nachod system for single- 
track signaling. A model was displayed which consisted of 
a length of rail with a full-sized signal at each end, diminu- 
tive cars being moved over the rail and operating the sig- 
nals as in regular train operation. By this means the 
operation of the signals when the cars were passed over 
the contactors was shown, and illustrations of the fact 
that a broken circuit set the signals at danger were given as 
well as the fact that the burning out of one lamp:in the 
signal casing did not affect the operation of the disk or the 
other lamp. 

The action of the revolving switch which controlled the 
signals and automatically kept count of the number of cars 
in a block was shown by moving the model cars into and 
out of a block, and the action of this counting feature in 
clearing the stop signal when a car entered and then backed 
out of the block was demonstrated, as was also the 
momentary return of the signal to neutral position which 
occurred when a car accepted a permissive signal in enter- 
ing the block. Another illustration which was. given demon- 
strated the ability of a car within the block to hold a 
danger signal regardless of any combination of switching 
movements at one end of the block and also the fact that 
two cars which struck the contactors at the two ends of the 
block at the same instant set both stop signals, thus com- 
pelling the car with the inferior directional right to back 
out and clear the signal for the car with superior rights. 

After votes of thanks had been presented to Messrs. 
Bullock and Stadelman the question box was opened for 
discussion. In answer to a question regarding the injurious 
effect of electric currents upon gears and pinions it was 
brought out that several of the members of the club had 
found that pitting was likely to occur from stray currents 
which caused small arcs at the points of contact of the 
teeth. Mr. Wheaton offered to make tests with a millivolt- 
meter to demonstrate the extent of such stray currents 
passing to ground through the gear teeth and also to 
investigate the extent of the pitting caused thereby. He 
stated that he would report the results to the club within 
a year. 

In answer to the question regarding the cause and pre- 
vention of chattering trucks, attention was called to the 
influence of long hangers for brakeheads and to the long 
overhanging members which were introduced in some 
designs. 

In answer to the question regarding the cause of wheel 
flange wear and the means for its reduction, Mr. Rockwell 
stated his belief that a common cause was lack of free 
motion at the center and side bearings. Mr. Stoky stated 
that on straight track nosing was the main cause and that 
on curves the side-bearing friction also exerted a consider- 
able effect. In answer to a question he stated that an 
increased taper for the wheel tread helped to reduce wear, 
but that increased gage for the track had no influence what- 
ever in reducing it. 

The question regarding the best method of grounding a 


railway motor was then discussed. Messrs. Clyde, Rexroth, 


Connelly, Branson and Ford all stated that the ground 
should be made direct to the armature instead of to the 
field, the theory being put forward that the choke-coil effect 
of the field reduced the damage occurring from lightning, 
as it protected the armature when the latter was on the 
ground side of the field. 

The matter of the place for the next meeting of the club 
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was taken up after the conclusion of the question box 
discussion, and it was decided to hold the next club meeting 
in Philadelphia. President Gould suggested that in view of 
the generally central location of Philadelphia it should be 
possible to increase the attendance of railway men at the 
meeting very materially. 

During the intermission in the discussion of the question 
box luncheon was served, and immediately following 
luncheon a paper upon the large financial returns made pos- 
sible through patents was read by F. E. Chapman, After 
the adjournment of the meeting a number of the members 
accepted Mr. Bullock’s invitation to visit the Baldwin Loco- 
motive Works in order to inspect their methods of building 
electric railway trucks as well as steam and electric 
locomotives. 


CHICAGO WAGE ARBITRATION BOARD CONCLUDES 
HEARINGS 


After one week’s delay in the hearings before the arbitra- 
tion board revieving the question of wages and working 
conditions on the Chicago City Railway, daily sessions were 
resumed Dec. 5. One of the surprises of the hearing was 
sprung at this session when W. D. Mahon, president of the 
trainmen’s union, declared himself in favor of a flat-wage 
rate, stating further that he was expressing the feeling of 
the men. In this connection he argued that a percentage of 
the gross earnings should be set aside for the wages of 
trainmen, in the same way as is done for maintenance and 
depreciation. Judge Carter questioned the witness: “As- 
suming that a fair amount of money was put aside, in your 
opinion should the scale of wages be graduated in fairness 
to the old employees?” Mr. Mahon replied in the negative, 
saying that there should be a flat rate for old and new men 
alike. In explanation he said that the new employee: is 
penalized enough without graduating the scale of wages. 
As an extra man he gets the worst of existing conditions 
and must contend with them for years before he obtains a 
satisfactory run. He is subject to call at all times and 
cannot have any other employment, although he does not 
work full time. ; 

He said that it was true the motorman or conductor im- 
proves with experience, but both must be qualified at the 
start. If a minimum wage was guaranteed, a graduated 
scale would be acceptable. The existing method also works 
hardship on the experienced man in that he must accept the 
low rate in case he desires to change from one company to 
another. In refutation of the wage scales in other cities, 
presented by the attorney for the City Railway Company, 
the wages paid in a number of Western cities were pre- 
sented. 

At the session of the board on Dec. 6 nothing of great 
importance developed. E. W. Anger,. assistant superin- 
tendent of the Chicago City Railway shops, supplied testi- 
mony as to the requirements of shop, employees. To put 
into the records testimony that the employees were in favor 
of the flat-rate wage scale, representative trainmen were 
put on the witness stand. The rest of the hearing was 
consumed largely by reading into the records the average 
wages paid all labor in different states. The exhibits in this 
instance were reported of the bureaus of statistics in the 
various states. As evidence in the question of the in- 
creased cost of living, files of advertising pages of local 
newspapers for 1909 and 1912 were supplied. 

On Saturday, Dec. 7, an attempt was made to bring the 
hearings to a close, but the time consumed in examining 
James Hall, a public accountant, relative to his inspection of 


the railway company’s books, and Bion J. Arnold, on opera- 
tion under the 1907 ordinance, would not permit. During 
the progress of the examination Mr. Arnold supplied the 
board with information concerning the valuation of ithe 
Chicago City Railway, as made by the Traction Valuation 
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Commission, separating the total into values of tangible and 
intangible property. He also explained that real estate was 
sold below the value placed on it by the commission, inas- 
much as it was not worth as much to the buyer because it 
was a railroad property. In reply to a question relative to. 4 
the proceeds being placed in the renewal fund instead of 4 
being credited to capital account, Mr. Arnold said that the 
amounts thus realized were held for purchase of other real 
estate required in renewals. In explaining the relation . 
of capital and renewal accounts he took as an example an 
obsolete car. If it was sold, the money realized would be 
credited to the renewal fund. If a new car was purchased, 
the money would be taken from the renewal fund up to the 
cost new of the old car, plus the second-hand price. Any 
amount above this sum would have to be charged to capital 
account, 

Mr. Arnold’s testimony was continued until Dec. 9, when 
the question of tangible and intangible values was again 
discussed. He said he had been thinking of some method 
of improving the Chicago ordinance ever since its passage 
five years ago and had concluded that some provision 
should have been made for retiring the intangible values. 
placed on the property. They might have been retired by 
dividing the net profit into three parts instead of two, as. 
required now by ordinance, one part to be set aside to 
retire intangible value and the other two to go to the city 
and company. . This method has been recommended for the 
proposed charter at San Francisco, Cal. Mr. Arnold went 
on to say that he believed such a fund set aside to retire 
intangible values and allowed to bear interest would more 
than pay the amount required in twenty years. He said he 
felt sure that if this method had been introduced during the 
preparation of the 1907 ordinance it would have been 
accepted. This amortization fund should not be so large a 
percentage, however, as to be a burden to the company. . 

In discussing the effect of transfers on the net earnings 
Mr. Arnold said they might or might not decrease them, 
this depending on traffic conditions. If in a large city with 
long haul they might decrease the gross earnings. Earn- 
ings must come from the short-haul passengers, those who. 
traveled less than 5 miles. An earning which would pay fair 
interest on the investment should be an average of I cent 
per mile per passenger. He also said that through routing 
would increase travel, although many operators did not 
agree with him. In explanation of his position he said it 
was only a surmise which must be proved by actual test. 
H. B. Fleming, one of the arbiters, inquired if the differ- 
ence in fare would not decrease the total income per car; 
for instance, before through routing the fare was Io cents 
and afterward it would be 5 cents. Mr. Arnold replied that 
he felt positive the increase in business would offset this 
reduction in fare. 

In discussing maintenance and depreciation Mr. Arnold 
said that the companies were spending between 8 and 10 
per cent of the gross earnings in keeping up the property, or 
more than was required by the ordinance. It isthe busi- 
ness of the Board of Supervising Engineers to see that no ; 
less than this amount is spent and it has the power to in- 
crease the percentage. The board was of the opinion that 
considerably more than this would be required as the prop- 
erty aged, but it was satisfied with this amount for the ; 
present. Under the renewal clause 8 per cent is required 
to be set aside for this purpose, but up to the present time _ 
very little had been used. Mr. Arnold said he was of the 
opinion that the sum of the two, 6 per cent for maintenance 
and 8 per cent for renewals, would not be sufficient, but the 
total should be between 16 per cent and 18 per cent. To 
substantiate his statement he informed the arbiters that — 
the Twin City Rapid Transit Company, Minneapolis, Min 
required 18.92 per cent in 1910, the United Railwa 
Electric Company, Baltimore, Md., 20.35 per cent di 
the same period, the Springfield (Mass.) Stree 
Company 19.85 per cent, the Lewiston (Pa 
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Electric Railway Company 21.1 per cent, the Scranton (Pa.) 

‘Railway Company 14.21 per cent, and the Brooklyn Rapid 
Transit Company 20.01 per cent. Mr. Arnold stated also 
that Cleveland, Ohio, required 5 cents per car mile for 
maintenance and renewals, or 24 per cent of the gross; but 
this was not a fair comparison, as the fare was 3 cents in- 
stead of 5 cents: 

In concluding his testimony Mr. Arnold said that he did 
not believe the method of keeping the capital account, as 
required by the Chicago ordinance, was unfair to either the 
city or the company but thought that it conformed to the 
principles of sound finance. The efforts of the Board of 
Supervising Engineers have been exerted to keep capital 
as low as possible, thus increasing the amount returned to 
the city. If this was not done, the time would come when 
the net profits would be eradicated. 

In closing the hearings Dec. 9 it was necessary to hold 
an evening session. The company placed its claim agent, 
R. S. Rowley, on the stand to show by the damage suits 
that the greater number of accidents were caused by new 
men in service. The percentage of accidents caused by men 
in service more than three years was shown to be small. 
The older men do about 30 per cent of the work and are 
involved in only 10 per cent of the accidents. The purpose 
of this testimony was to show why the graded scale should 
stand and not be replaced by the flat rate demanded recently 
by the men. A review of the testimony presented will be 
heard during the week of Dec. 23 and final action taken by 
the board at a later date. 


COMPILATION OF PUBLIC SERVICE LAWS 


An account was published on page 60 of the ELEcrric 
RAILWAY JouRNAL for July 1, 1912, of the organization by 
the National Civic Federation of a department on the regu- 
lation of interstate and municipal utilities. An executive 
committee consisting of seventy members, representing the 
different classes of public utility companies, the public 
service commissions and the general public, was formed, 
and an investigation was begun of the statutes on the sub- 
ject and of the court and commission decisions in relation 
thereto. 

The investigation has greatly exceeded in its extent the 
expectations of the department, and some 15,000 sections of 
statutes and constitutional provisions have been found and 
collated. 

The compilation and analysis when completed will be 
unique. The entire subject matter is divided first into some 
sixteen parts. Each division is composed of a number of 
topics, ranging from three or four for some divisions to 
fifteen or twenty for others. Many of the principal topics 
are divided into several sub-topics. The material for each 
of the forty-three states having railroad or public service 
commissions and for the United States is displayed in 
alphabetical order by jurisdictions under the several topics 
or sub-topics. A simple but complete system of cross- 
referencing is employed and the entire work is to be care- 
fully indexed. 

As rapidly as preliminary drafts of the several divisions 
of the compilation and analysis have been completed they 
have been printed and sent to all of the commissions in the 
country. Of the series of sixteen pamphlets to be issued 
seven have already been completed and the others will be 
published by the end of this month. Members of the com- 
_ missions have been urged to examine the references to the 

laws of their own states and to notify the department of 

changes required to be made in order accurately to repre- 
sent the situation in their jurisdictions. These divisions 
have also been sent to other interested persons, in every case 
with a specific request for suggestions and criticisms. In 
this manner several thousand pamphlets have been  dis- 
tributed in all parts of the country. 
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MODEL LAW PREPARED 

Following the preliminary work on the compilation and 
analysis, model sections. on each of the divisions of the 
statutory material have been prepared by the investigating 
staff. These are to be submitted in the first instance to the 
several committees of the department represented in the 
executive council, and secondarily to the members and 
officers of railroad and public service commissions and other 
interested persons. Again criticisms and suggestions in 
detail will be invited. By means of circulars and in other 
ways the suggestions received by the department have been 
placed in the hands of the committees. It is expected that 
this bill will be ready so that it may be used by states which 
are about to adopt a comprehensive system of regulation or 
to perfect a system heretofore established. Further legis 
lation of this character is being actively considered in 
many states, such as Pennsylvania, Indiana, Illinois, Minne- 
sota, Missouri, Texas and others. 

For the consideration of the various parts of the proposed 
model bill the department is organized with a number of 
committees, each of which is represented by its chairman 
in the executive council, or board of directors, of the 
department. The scope of the activities of the several com- 
mittees is indicated by their titles, which follow: accounts 
and reports, capitalization, form, franchises, rates, safety of 
operation and service. 

Particular attention has also been given to an investiga- 
tion of methods employed in England for the regulation of 
capital issues by public service enterprises and to the public 
audit of the companies. The English plan of selling stock 
at auction was examined in detail. This has received very 
little attention in the United States. The report of the 
English investigation will constitute a valuable addition to 
the literature on the subject and will contain many ideas 
of great usefulness in working out corresponding prob- 
lems here. 

ORGANIZATION 

Emerson McMillin, New York, is chairman of the depart- 
ment. The executive council has the following member- 
ship: Franklin Q. Brown, vice-chairman; John H. Gray. 
Edward M. Bassett, Martin S. Decker, Halford Erickson, 
Franklin K. Lane, Blewett Lee, Milo R. Maltbie, Arthur 
Williams. The treasurer of the department is F. C. 
Walcott, and E. A. Quarles is assistant treasurer. 

The investigation has been conducted under the active 
direction of Dr. John H. Gray, of the University of Minne- 
sota, who is well known, nationally and internationally, for 
his studies and writings in this field. Dr. Gray has been 
assisted by William D. Kerr, of Chicago, an attorney, and 
Prof. Bruce Wyman, of Harvard University. 

Included in the executive committee as representing 
electric railway companies are August Belmont, Arthur W. 
Brady, H. M. Byllesby, James Campbell, Thomas N. 
McCarter, Mason B. Starring, Charles A. Stone, Timothy 
S. Williams and Robert Winsor. Other public utilities are 
represented by the following among others: William C. 
Brown, George B. Cortelyou, Charles L. Edgar, W. W. 
Freeman, Samuel Insull and Theodore N. Vail. Among the 
representatives of state commissions or interstate commerce 
commissions on the executive committee besides those 
already mentioned are B. H. Meyer, John H. Roemer and 
William R. Willcox. Others among the seventy members 
are W. J. Clark, Alexander C.. Humphreys, James H. 
McGraw, T. C. Martin, Oscar S.° Straus and George 
F. Swain. 


The Interstate Traffic School has been incorporated to 
conduct a school of instruction in railroad traffic, trans- 
portation, rates, routing and regulations applicable to both 
steam railroads and interurban electric railways. James P. 
Stahl, Burt K. Orr and Charles W. Haftkins are the incor- 
The school will probably be located at South 


Bend, Ind. 


DESCRIPTION OF A ROTATING SPIRAL SLEET CUTTER 


A new type of sleet-removing device is being used by the 
Cincinnati Traction Company. Practically all the cars of 
the company have been equipped with the device, and it has 
proved very efficient in service. As will be noted in the 


Assembled Sleet Cutter 
illustration, it is of a comparatively simple design. It is 
manufactured in the company’s own shops. 

The design of the sleet remover follows, to a certain 
extent, the usual form; but the method employed for break- 
ing up the sleet and removing it from the trolley wire is 
novel. The device consists of a cast-steel harp applied to 


Brass Rotar 


Thumb Nat 


Frame Right | 


Frame Left 
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Details of Rotating Spiral Sleet Cutter 


the trolley pole by passing a 34-in. x 3-in. bolt through the 
opening between the spokes of the trolley wheel, and is 
clamped in position by means of a thumb nut. A spiraled 
brass rotor, supported on a 54-in. cold-rolled steel spindle 
1S inserted in the bearings provided in the harp. The 
spindle is held in position in the harp by cotter pins. 
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The principle employed in removing the sleet is first to 
crush the ice and then to remove it by vibrating impacts. 
The wire is forced to the side of the brass rotor, which in 
turn forces the wire out of the groove suddenly, throwing 
it back toward the center of the harp. Owing to its small 
diameter the rotor revolves at an extremely high speed 
when the car is under way. The constant pounding action 
of the wire against the rotor as the wire slips from the 
inside face of the harp to the center of it crushes the ice 
and the vibrating impacts shake the ice from the wire. 


SAFETY PROGRAM ON WEST PENN RAILWAYS 


The West Penn Railways.has recently published the 
publicity card reproduced as part of its campaign of “safety 
first.” One of these cards is placed in each of its waiting 


sible convenience of the up-to-date 
electric railway—fast, frequent service, 
good roadbed, the most improved stee: 


Nothing is more distressing to the | may attempt to run across the street or 
| employes and officials of a lway | road in front of a moving car and the 
Company than an accident wherein any | motorman may do all im his power to 


| person, especially a child, is injured by 


one of its cars. The safety and comfort 
of not only its passengers but the pub- 
lic in general is always of first consid- 
eratiou. The employes are each and 


| every one carefully selected because of 
| their special fitness for the duties of op- 
| erating the cars or dealing with the 


public. They must be mentally as well 
as physically equipped, they must be 
sober, honest and careful, they are 
taught that safety of the public‘is of 
first consideration and are taught tobe 
courteous, loyal and consideraté, ~ 


Many accidents occur which are be- 


stop his car before hitting the child: If 
he fails to get stopped the result is one 
of those shocking accidents which we all 

‘he samme motorman may have 
successfully stopped his car a dozen 
times previously under similar circum- 
stances and prevented accidents, but it 
is only when he fails that the public 
hears of it. A man may ran and catch a 
car after it has started a hundred times 
but if he misses once and is hurt the 
public learns of it and’are sometimes 


apt to blame the company for the man's 


own carélessiés, 
We are always doing our best to make 


ears and reasonable rates. While we 
are putting forth our best efforts for the 
preveution of accidents we earnestly 
solicit the assistance Gt 
of the public in general. Parents, 
school teachers and officers of the law 


.can render unestimable assistance. 


Children thoughtlessly play on the 
street car tracks, hang on the sides of 
cars and do many other things which 
not only leaves them liable to trolley 
car accidents, but endangers them as 
to vehicles, ete. Many of these accidents 
may be prevented and at least an im- 
pression left on the child’s mind if the 


parents and teachers would caution 
‘children more strenuously to think of 
their own safety. 


| yond the control of our employes. Rash 
acts are committed thoughtlessly by 
passengers and pedestrians, A child 


|Dont’s to be Observed by Parents | 


AND TAUGHT TO THEIR CHILDREN. 


Don’t pass behind a car without first | Don't forget to tell the truth, especially 
making certain another car or to the conductor about the age jf 
vehicle is not. approaching. Many of your cbild. Honesty is worth 
accidents are caused by people more to you and him’than the 
running excitedly around the nickel. A boy who is eight years 

i old at home and five on the cars 

in will soon learn other things that 
car coming from the opposite di- are not 50. 
rection. Don’t walk along the street car tracks 

Don't board or alight from a car when —it is dangerous business and 

it is 4m motion. Life is not so 


even if it is the shortest way 
short that you cannot wait a few 


traveling over our lines the safest to be 
had. We endeavor to eliminate every 
liability, to danger, We offer every pos 


{|| Don’t allow your children to play long 
street car tracks. 

Don’t cross street car tracks until you 
have looked both ways and then 
be sure the track is clear; you, 
can’t be too careful. 

Don’t allow children to steal rides on 
cars, Wagons or carriages. Their 
discovery by the driver often 
startles them into running in 
front of a street car. The motor | 
man may not see them in time to 

H prevent an accident. 

| Don’t allow children to put their heads. 

i or arms ugh the open dow 
of the car; a passing wagoR may 
be tos ohne ae cause injury ani 
 emesape dh ta risk it in any such foolhardy per-» . 

Don't cross tracks hurriedly or absent | formance. x mS Don’t ride on the running board of open 
mindedly. Stop, look and listen | Don't face the rear of the car when you cars, i 
and take your time. are alighting. Always face for- | Don't touch or meddle with the signals 

Don't fail to impress upon the minds of ward. or switches at-any point, A big 
your children the negeasity of al- | Don't touch loose wires anywhere. reward is offered for information 
ways being careful when board- | Don’t ride on the car platform—step concerning anyone caught tarn- 
ing and alighting from cars. inside. pering with either, 


home, or the mud.is not so deep 
along the track, it may be that in 
the end the farthest way around 
is the quickest and surest way 

after a car that is speeding 
away from you—there are moro 


home. 
Don't skate or sled ride along street 
cars and your life is too dear to car tracks. 


Don’t spit on the car floor. 


M. A, COFFEY, Supt, Trans. 


Safety Placard—West Penn Railways 


stations, and the cards are also posted at all public crossings | 
and at other points on the line where passengers or other 
persons congregate. The purpose of the company is to get 
this information in the minds of the public for their own 
benefit and for the purpose of preventing accidents. 

In addition the company has distributed among its em- 
ployees some 2000 “safety” buttons with the hope that these 
buttons will keep the men alert to the possible prevention 
of accidents. The button is about % in. in diameter and 
bears the words “West Penn Railways—Safety First.” 
The company has also distributed in the public schools a 
number of blotters. The printing on these blotters directs 
the attention of school children to the importance of 
avoiding accidents. 


_ It is proposed to put an additional 75 cars and 42 trailers 
in use on the electric railway in St. Petersburg, Russia, and — 
to enlarge the power station. The estimated cost is $398,285. 
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NEAR-SIDE CARS FOR LINCOLN 


The Lincoln Traction Company recently arranged to 
make a thorough trial of near-side cars on its lines in 
Lincoln, Neb. The decision was reached after an investi- 
gation of this type of car as exhibited at the convention of 
the American, Electric Railway Association at Chicago, 
the near-side car on exhibition there being the first of 
three cars of this type to be placed in service by the com- 
pany. The new cars, which were purchased through the 
Near Side Car Company of Philadelphia, were built by the 


Lincoln Near-Side Car—Interior View from Rear End 
Showing Heater at Left Side of Doorway 


G. C. Kuhlman Car Company at Cleveland and resemble in 
general construction the 1912 Philadelphia near-side car 
as well as the Buffalo cars of the same type furnished for 
the International Railway Company. The Philadelphia car 
was described in the ELecrric RAILwAy JouRNAL for June 
8, 1912. 

The most important difference between the new cars and 
the original design first placed in operation in Philadelphia 
consists in the fact that the car floor slopes downward from 
a line directly over the front bolster to the front platform 
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The duct from the heater carrying heated air for distribu- 
tion throughout the car is passed under the longitudinal seat 
and through the end panel of this seat to the rear of the car 
body. The duct is located 1 in. from the truss plank and 
has outlets for the heated air between each pair of seats. 
In the summer the heater is removed from the car, and the 
space which it occupies is replaced with a removable sec- 
tion of the longitudinal seat, thus adding one seat to the 
capacity of the car during the summertime. 

A three-cornered metal sand box, inclosed in a wooden 
case of cherry, is installed on the platform in the corner 


Lincoln Near-Side Car—View from Front Platform Showing 
Guide Rails and Conductor’s Seat 


formed by the vestibule framing on the blind side of the 
car and the end corner post. The cherry case inclosing the 
box has a sloping top. 

The cars are equipped with Brill 39-E trucks carrying 
Westinghouse No. 306 motors of 50 hp to 60 hp. Straight- 
air brakes are furnished, this equipment being of the 
General Electric type throughout. Other items of the equip- 
ment are Hunter illuminated signs, Keystone trolley catch- 
ers, Providence fenders and Farmer enameled hand straps. 
The trucks are of the maximum traction type with the motor 


Lincoln. Near-Side Car—General View of Entrance Side 


and also in the use of 33-in. motor wheels. By this means 
the heights of the different steps into the car are cut down 
to 13% in., 13 in. and 10% in., the latter being the height 
of the step from the platform to the car floor. The total 
height of the flooring at the point of entry is therefore 
36 in. 

The Lincoln cars are furnished with Peter Smith forced 
ventilation heaters of the 2-P type, these being located at 
the front end of the car body alongside of the left-hand 
corner post, as shown in the accompanying photograph. 


wheels placed at the inner side of each truck. Midvale steel 
wheels are used for both the motor wheels and idlers. 

The cars were placed in operation during the early part 
of November and are reported to have given very satis- 
factory service. They are operated on a semi-suburban line 
between Lincoln and Havelock, the service being mostly 
through traffic, although a considerable amount of city busi- 
ness is also handled by the line. On Nov. 10 the Lincoln 
Traction Company changed from the far-side intersection 
stop to the near-side stop, after having advertised the 


1204 


change for two weeks. F. H. Brooks, general superintend- 
ent, states that the change has been too recent to enable a 
decision: upon its merits to be made, as. the public has not 
become fully conversant with the new method and consider- 
able,delay in the service has been experienced therefrom. 
he daily press of Lincoln has, however, taken a universally 
favorable interest in the new.cars, and the public is ex- 
pected to appreciate their advantages as soon as it becomes 
used to the near-side stop. Itsis believed also that the 
near-side type of car will cause a veryinaterial reduction 
in the number of boarding and alightigg. accidents. 


F RQNT- ENTRANCE INTERURBAN CAR ow NTHE'SOUTH. 
WESTERN SYSTEM — 


Che @ie¥eland! Southwestern & Columbus Railway _Com- 


pany has recently put into limited service on its Wéstern 
division a “front-entrance” car. The prime object of this 
arrangement is the, elimination of platform accidents, all 
passengers boarding or alighting from the car being direct- 
ly under the motorman’s observation. Another important 
feature is the increased seating capacity. This car seats 
seventy-five passengers, while other cars of about the same 
general dimensions seat only sixty-two. A number of 
cars are being built at the present time by the company of 
the same type as the new car, with the exception of an in- 
crease of about 1% ft. in the length. These cars will also 
seat seventy-five passengers but will provide further for the 
comfort of the passengers by the increased dimensions be- 
tween seat centers. 

These cars are built in the company’s shops out of old 
ears having an over-all length of approximately 44 ft. and 
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the smoker, seating seven passengers.. An especially de- 


sirable feature of the car is that the smoking compartment 
is in the rear, doing away with the possibility that smoke 
will filter back into the main passenger compartment. 

The front vestibule is equipped with an automatic trap 


Cleveland, Southwestern & Columbus Car—Interior 


door, and the rear platform, or observation compartment, 
is provided with an emergency exit. The door is hung on 
a long brass hinge in which there is.a torsion spring and it 
is normally held closed by a lock attached to the armature 


. Emergency Door 
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am Southwestern & Columbus°Car—Floor Plan 


seating forty-six passengers. ‘The necessary provisions 
have been made in the under frame to take care of the 
increased weight and distance between truck centers. 

The car body consists*of the front platform, on which 


aR we ER 


are mounted the controlling apparatus, hot air heater, etc. ; 

the main passenger compartment, seating fifty passengers 
and having a spacious toilet and lavatory at the rear; the 
smoking compartment at the rear end of the car. seating 
sixteen passengers, and an observation platform adjoining 


Cleveland, Southwestern & Columbus Car—Exterior View 


of an electromagnet. When the: magnet is ne ‘the 
lock is wéithedicabern and the door opens. 

The circuit to the magnet is closed through a mee 
button located“within-easy reach. of the motorman, and he 
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has sole control over the operation of the emergency door. 
However, the lock on the emergency door is covered b 
glass panel which may be broken, thus permitting the de 
to be opened ae hand in the event of i ‘ope ae 
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open the door when he should do so in cases of emergency. 

This type of car has been in regular service for over a 
year and has received many favorable comments from 
the passengers. 


CHICAGO ELEVATED RAILWAYS’ NEW CAR 


A new arch-roof car, embodying a number of novel 
features, has been designed and built by the mechanical 
department of the Chicago Elevated Railways. The purpose 
of this car is to carry on a service test of the new construc- 
tion features and, if they prove satisfactory, to use them in 
future car construction. The use of “agasote” for interior 
finish throughout is a departure from the usual practice. 
This material is applied over the wooden body framing and 
forms all the interior paneling and finish except the window 
stools, truss planks and bulkheads. In these three instances 
mahogany and stained birch were employed. The “agasote’”’ 
also was employed as a curtain box, and in this case it was 
necessary to use a special pressed form of fiber. This finish, 
along with brass sashes and steel molding, renders the car 
interior practically fireproof. The brass sashes comprise a 
fixed upper and a movable lower sash. The latter are made 
to be raised and are held against the outer edge of the 
rabbet in the frame by a pair of compression rollers. All 
sashes are glazed with plate glass 3/16 in. thick. 

To reduce the fire hazard from car wiring all circuits are 
run in %-in. steel conduit between the head lining and the 
roof. The lamp fixtures are set in special outlet. boxes 
which permit only the porcelain sockets to project beyond 
the head lining, and these are of the 600-volt approved type. 
The lamps and the circuits are staggered; if one circuit 


Interior of Chicago Elevated Test Car 


fails, the other will supply uniform illumination. Twenty 
23-watt Mazda lamps, ten on a side just over the center of 
the seats, were included in the lighting circuits. Illumina- 
tion has been made more efficient by tinting the head lining 
a cream color, which, when used with an arch roof, acts as 
an excellent reflector. 

The combination of a Peter Smith Heater Company’s 
forced hot-air electric heater, type I-K, and six 4-in. x 9-in. 
Wilson exhaust ventilators should supply proper ventila- 
tion and efficient heating. The ventilators are controlled by 
a continuous mechanism housed between the head lining and 
the roof, with the operating levers in each end of the car. 
A thermostat connected in the heating system makes this 
feature of the car equipment automatic. Hale & Kilburn 
pressed-steel seats upholstered in rattan and provided with 
roller bearings furnish seating capacity for forty-eight 
passengers: 

The. general dimensions of the car body are 48 ft. over-all 
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length, 8 ft. 6 in. over-all width and 7 ft. 10 in. clear head 
room at center of car interior. An old underframe and 
trucks from a standard car were used in the construction. 
The body framing is entirely of wood except the steel car- 
lines. A new body frame was required to change the roof 


New Test Car for Chicago Elevated Railways 


from the monitor deck to the segmental arch design, this 
being the first roof of this type used on the elevated lines in 
Chicago. 


UNIFORM SYSTEM OF ACCOUNTS APPROVED IN 
NEW JERSEY 


The Board of Public Utility Commissioners of New 
Jersey has approved uniform systems of accounting for 
electric railways, electric light, heat and power companies, 
gas compariies and water companies. Numerous hearings 
have been held by members of the board, and there have 
been many conferences during the past year between the 
accountant of the commission and representatives of the 
utilities which are affected in regard to the uniform systems 
of accounts. A pamphlet containing the uniform system 
for each utility has been served on each of the companies 
affected, with an order of the board requiring its adoption, 
the order becoming effective on Dec. 31, 1912. The board 
has, however, notified each of the utilities effected that its 
order does not contemplate that all the accounts are perti- 
nent to the facts and circumstances of every company, 
without regard to its size and importance, but that in all 
cases where there is doubt as to the pertinency of any 
account the company should communicate promptly with 
the board, which will aid the company to comply in a rea- 
sonable manner with the order. The board has also notified 
every municipality in the State which operates any form of 
public utility service for which the uniform systems of 
accounts have been prescribed that the law requires that 
“every municipality operating any form of public utility 
service shall keep the accounts thereof in the manner pre- 
scribed by the board for the accounting of similar public 
utilities.” 


COMMITTEE ON LIFE OF RAILWAY PHYSICAL 
PROPERTY 


The joint committee on the life of railway physical 
property appointed by the American Electric Railway 
Accountants’ Association and the American Electric Rail- 
way Engineering Association held a meeting at the head- 
quarters, 29 West Thirty-ninth Street, on Dec. 12. The 
following were present: Robert N. Wallis, treasurer Fitch- 
burg & Leominster Street Railway; Martin Schreiber, 
engineer maintenance of way Public Service Railway, 
Newark, N. J.; A. R. Patterson, Stone & Webster, Boston, 
Mass.; Robert B. Rifenberick, Detroit United Railway; 
Edwin Gruhl, assistant to the president of The Milwaukee 
Electric Railway & Light Company, and H. C. Donecker, 
secretary. The committee considered the subject of the 
classification which was included in the last report and also 
went over various theories which have been advanced 
affecting the life of the physical property of electric rail- 
way companies. 
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News of Electric Railways 


The Depot Loop, Cleveland 


Judge Estep of the Cuyahoga County Common Pleas 
Court, Cleveland, heard arguments on Dec. 6 relating to the 
dissolution of the temporary injunction granted recently to 
prevent the Cleveland Railway from abandoning what is 
known as the depot loop. Fred Desberg represented the 
wholésale merchants in that section of the city. Assistant 
City Solicitor Stockwell presented the arguments for the 
city and the company. The court took the matter under 
advisement. It is expected that the City Council will order 
the abandonment of the loop. This will nullify the suit, as 
it was’ based upon the fact that authority has not been se- 
cured to make the change. 

J. J. Stanley, president of the Cleveland Railway, was 
quoted in the local papers at Cleveland last week as saying 
that, notwithstanding the actual surplus shown in the No- 
vember report of operations, the rate of fare must eventu- 
ally be increased. The operating deficit is more than $175,- 
ooo and is increasing. Mr. Stanley says that the operating 
allowance will have to be increased and this will result in 
an advance in the rate of fare. 

The Cleveland Railway has not yet appointed an arbi- 
trator to consider the complaint of the trainmen that sev- 
eral of their number had been laid off because they could 
not make the schedule time on the Euclid Avenue line. 
Little has been said with regard to the matter of late, but 
the question will probably have to be threshed out. 

It was announced on Dec. 6 that W. R. Hopkins, presi- 
dent of the Cleveland Underground Rapid Transit Com- 
pany, had purchased land west of East Fifty-fifth Street 
and extending from Euclid Avenue to the Pennsylvania 
Railroad tracks, with a frontage on Euclid Avenue of 371 
ft. and a depth of 619 ft. This purchase, it is said, means 
that the underground lines will haul freight and that the 
land will be used by the Cleveland Underground Rapid 
Transit Company as the location of a freight station. 

Street Railway Commissioner Witt and the Cleveland 
Railway put the new depot loop into operation on Tuesday 
morning and withdrew the cars from West Sixth and West 
Ninth Streets. The Payne Avenue and East Cleveland cars 
had been in operation to the Union Station over the loop 
formed by the two streets mentioned. The new loop con- 
nects the Public Square with the Union Station by way of 
Ontario Street and Lakeside Avenue, going and returning 
by the same route. This line will furnish a five-minute serv- 
ice. Judge Estep had dismissed the injunction case brought 
by Attorney Desenberg, so the city and company were free 
to act. 

Four other changes were made at the same time. The 
~ Payne Avenue cars, which had been operated to the Union 
Station, were routed over the loop around the Federal 
Building. The regular Euclid Avenue cars, many of which 
formerly reached the Union Station, were all routed over 
what is known as the monument loop in the Public Square. 
After reaching the Public Square, the Union Station cars 
go to East Ninth Street over Superior Avenue, to Euclid 
Avenue, and back to the Public Square and to the sta- 
tion. Eight Windermere tripper two-car trains will go 
east only as far as East Ninth Street, between 5.15 p. m. 
and 5.45 p. m. This will relieve the congestion on the re- 
maining cars that turn at the Public Square. 

Mayor McQuigg of East Cleveland does not know 
whether the village will bring proceedings to force the 
company to continue’ East Cleveland cars to the Union 
Station. The contract with the company calls for through 
service to West Ninth Street. 

New tracks have been laid in certain portions of the 
Public Square to carry out ideas of Street Railway Commis- 
sioner Witt for the betterment of the terminals of some of 
the lines. This also provides for the cars that will give 
service to the Union Station and the district near it. At first 
it’ was planned to have these cars operate between the Pub- 
lic Square and the station, but modifications have been made 
and the cars will be operated far enough east to serve all 
the hotels and the business section in the downtow 


of Cleveland. n part 


Municipal Ownership No Panacea According to Mayor Jost 


Henry L. Jost, Mayor of Kansas City, Mo., in a speech 
which he made Dec. 2, 1912, on the question of the pending 
negotiations for the renewal of the franchise of the Metro- 
politan Street Railway of that city, is reported to have 
expressed himself in part as follows in regard to municipal 
ownership: 

“The Metropolitan Street Railway earns $6,000,000 or 
more a year, employs twice as many men as the city and 
pays its president seven times what the Mayor receives as 
a salary. The operating expense of the company is about 
66 per cent of its total income. For Kansas City to take 
over such an intricate business would be like the tail 
wagging the dog. It costs about $100,000 a mile to build 
and equip an electric railway. In the pink of condition 
the Metropolitan Street Railway is worth $26,500,000. If 
you voted every cent of your bonds you could not raise 
more than $6,000,000. There is just one condition under 
which I would favor municipal ownership. If a contract 
made between a city and a corporation was not carried out 
by the company, I would say, take over the property—if 
you have the money to pay for it. You ought to remember, 
however, that the American people never confiscate any- 
thing.” 


The Question of Taxes 


The following reference to the subject of taxes was made 
by F. Sitterding, vice-president of the Virginia Railway & 
Power Company, Richmond, Va., in the report of the com- 
pany for the year ended June 30, 1912, which was abstracted 
in the ELectric RAILWAY JoURNAL of Dec. 7, 1912: 

“That the statement so often made that public service cor- 
porations are permitted to occupy the streets without com- 
pensation to the community is unfounded and unjust to 
these corporations will appear from an analysis of this tax 
statement. In addition to the property and franchise taxes 
paid by the company to the state and federal governments 
and the property taxes paid to municipalities and counties, 
aggregating for the year $176,739, these corporations are 
required by municipal franchises to pay special taxes and 
charges for the privilege of using the streets not imposed 
upon other branches of industry. For the year ended 
June 30, 1912, these special taxes and charges paid for the 
use of the streets were as follows: Municipal taxes on 
gross earnings, $88,550.47; bridge rentals, $1,500; street 
paving, $108,372.13; loss on school and labor tickets, at 2% 
cents each, as compared with the regular ticket at 4 1/6 
cents each, $71,800; total special taxation for the use of 
streets, $270,221.60. ; 

“This sum is equal to interest at 4 per cent (the munici- 
pal rate) on approximately $7,000,000, or 5 per cent on 
more than $5,600,000, which represents the cost of the 
limited right-of-way in the streets to this company. Com- 
ment upon these figures would seem unnecessary, but when 
it is considered that this company is required to pay this 
enormous tax for the privilege of rendering a necessary 
service to the community and carrying passengers at an 
average rate of about 2 cents a mile in competition with 
other vehicles which pay no such special taxes and charge 
rates of from 25 to 50 cents a mile, the burden upon the 
public service corporations and upon the service which 
they render seems unjust and discriminatory. ae 

“A public service corporation should bear its just pro- 
portion of public burdens, but excessive taxation and 
excessive restrictions imposed by the public result only in 
defeating the object of the creation of such corporations. 

“As compared with other states and sections, it is be- — 
lieved that the sentiment as to taxation and control over 
such corporations is conservative in Virginia, and it is” 
the policy of this company to bring these evils to the pu 
attention whenever opportunity affords, with a view to c 
ating in the public mind a better appreciation of 
objects to be served by such corporations and the relatior 
which should exist between the corporations and _ tt 
public.” g hei eH 7 wank we 
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~in Laurel in operation. 


DECEMBER 14, 1912. ] 


Decisions in New York Franchise Tax Cases 


Two decisions of the Supreme Court of the State of New 
York were handed down on Novy. 27, 1912, one by Justice 
Davis and the other by Justice McCall, in the matter of 
assessing the “intangible” or franchise value of public 
service corporations. Both decisions were in the case of 
the People ex rel. Adrian H. Joline and Douglas Robinson 
against the state board of tax commissioners, and concerned 
the payment of the taxes by the Metropolitan Street Rail- 
way, New York, on what is known as the “special fran- 
chise tax” as provided by the Ford act. Under the Ford 
act, public service companies are assessed on the “intangi- 
ble” value of their franchises in addition to the tax on their 
tangible property. Each justice, in his own decision, works 
out what he believes to be the value of the franchise and 
what the Metropolitan Street Railway should have paid in 
the way of taxes. Justice McCall’s decision deals with the 
assessment of the company for 1910 and Justice Davis goes 
into the matter for 1911. In 1910 the State board assessed 
the special franchises of the Metropolitan Street Railway 
at $58,000,000, and in 1911 at $49,057,000, which led Justice 
Davis to remark: 

“The writs of certiorari commanded the respondents to 
include in their return a specific statement as to the modus 
operandi by which they arrived at the assessment made by 
them. The return fails to give information from which the 


‘court can conclude that the respondents acted in accord- 


ance with any rule whatever.” 

Justice Davis then proceeded to review the arguments ad- 
vocated by both sides, and he arrived at the conclusion that 
the value of the special franchise for the year I9I1I was 
$32,303,454, of which $20,276,221 consisted of tangible prop- 
erty in the way of rails, etc., and the intangible property 
consisted of $12,027,233. 

Likewise Justice McCall for the year 1910 reduced the 
franchise assessment from $58,000,000 to $31,190,742.90. In 
this connection Justice McCall said: 

“To say, as contended by the respondent, that the assess- 
ments must be sustained because the relators cannot give 
proof of the net earnings of each corporation would involve 
the assumption that the board of commissioners determined 
upon proof, and not upon surmise, facts which were never 
susceptible of proof at all.” 


New Road Opened in Mississippi—The Laurel Light & 
Railway Company, Laurel, Miss., has placed its local lines 
The company plans eventually to 
build to connect Hattiesburg, Laurel, Ellisville and Mo- 
selle. 

St. Louis Mill Tax Case Appealed.—The United Rail- 
ways, St. Louis, Mo., has appealed to the Supreme Court 
of Missouri from the judgments recently awarded by Judge 
Shields, in the Circuit Court, in the mill tax cases taxing 
the company on the basis of passengers carried. The judg- 
ments awarded by Judge Shields were for taxes accrued 
from 1904 to IOQII. 

Banquet of Lynchburg Employees.—The annual banquet 
of the employees of the Lynchburg Traction & Light Com- 
pany, Lynchburg, Va., was held on the evening of Dec. 4, 
1912, in the club rooms of the employees’ benefit association. 
R. D. Apperson, president of the company, who has been 
ill for some time, was able to be present for the first time 
in two years. 

New Franchise at Bowling Green.—Negotiations are in 
progress by which it is proposed to grant the Toledo, Bowl- 
ing Green & Southern Traction Company a new twenty- 
five-year franchise in Bowling Green, Ohio, with the under- 


_ standing that at least $25,000 shall be spent in the repair of 


Main Street. The matter was to come before the Council 
at a meeting this month. 

Conference in Regard to Workmen’s Compensation Law. 
—A conference has been called for Dec. 20, 1912, at 10 a. m., 
at the headquarters of the National Civic Federation in 
New York to determine whether or not it is possible to 
agree upon the essentials of a bill that would be satisfactory 
to all parties interested in workmen’s compensation fegisis- 
tion for the State of New York. 

Public Utility Commission Msabire in Pennsylvania. — 
The bill to create a public service commission in Pennsyl- 


a 
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vania which has been drafted by the legislative committee 
follows in essentials the act*prepared by Attorney General 
Bell of that State, which was offered in the last Legislature 
as an administration measure and passed by the House. 
The new:measure provides for seven commissioners with 
virtually the same powers as were conferred in the adminis- 
tration measure, 


Plans for Byllesby Convention.—The fourth annual con- 
vention of H. M. Byllesby & Company and affiliated com- 
panies will be held in Chicago, Ill., Jan. 23 and 24, 1013. 
Owing to the commercial and construction activities on 
many of the company’s properties it has been found neces- 
sary to shorten the usual time of the convention from four 
to two days and to limit the attendance to local managers 
and to department heads at the home office. The sessions 
will be executive, and the program is now in course of 
preparation. 


Souvenir of Southwestern Electrical & Gas Association.— 
H. S. Cooper, secretary of the Southwestern Electrical & 
Gas Association, has mailed to members of the association 
a very attractive blotter with the slogan on the cover “When 
in doubt, ask the secretary!” The seal of the association 
and Mr. Cooper’s address appear on the blotter, with the 
statement that the association “is an independent organiza- 
tion of the street and interurban railways, electric light and 
power plants, gas plants and water works of Texas, for the 
purpose of their mutual protection, information and benefit.” 


Fixing Terms of Purchase for City in Ontario.—Proceed- 
ings were begun before the Ontario Railway & Municipal 
Board on Dec. 3, 1912, to settle the terms upon which the 
Humber section of the Mimico line of the Toronto & York 
Radial Railway is to be taken over by the city. H. W. 
Wright, representing the company, suggested that a definite 
date be fixed for taking an inventory of the property. It 
was finally decided that Assistant Engineer Wilson, for the 
company, and Engineer Cousins, for the city, should confer 
to decide upon an inventory. Later the question of valua- 
tion will be taken up and the sum which the city is to pay 
will be arrived at. : 


Arguments in Toronto Track Deviation Case Aten: 
ments were presented before the Court of Appeal at To- 
ronto, Ont., on Dec. 3, in the appeal of the city of Toronto 
against the order of the Ontario Railway Board granting 
the Toronto & York Radial Railway the right to deviate 
its line westerly at the southerly end of the Metropolitan 
Division. C. A. Moss, for the company, stated that in his 
opinion the Railway Board had full power to make the 
order. He said that when the Yonge Street franchise ex- 
pires passengers would have no way of reaching the com- 
pany’s southern terminal except by walking some distance 
if the right to deviate the tracks was not granted. 

Boston & Providence Interurban Line to Be Built.—The 
proposed high-speed electric railway planned by the Stone 
& Webster interests, to be built between Boston, Mass., 
and Providence, R. I., will be constructed. The promoters 
expected to secure a right-of-way from the Southern New 
England Railway, which has since withdrawn from New 
England at the behest of the Grand Trunk Railway. A 
Stuart Pratt, of Stone & Webster, is reported to have stated 
in this connection that the company would in all probability 
endeavor to obtain its own right-of-way into Providence. 
Branch lines have been surveyed to New Bedford, Fall 
River and Taunton, Mass. 

Report Rendered on Traffic in Toronto.—Corporation 
Counsel Geary of Toronto, Ont., has received the report 
of the traffic experts on the transportation problem in To- 
ronto. At a meeting of the board of control two of the 
comptrollers asked that they might have an opportunity to 
read the report. The Mayor said that the report was or- 
dered to aid the city in its case against the Toronto Railway 
before the Ontario Railway Board. He had not had an op- 
portunity to read the report, but thought it might contain 
material of such a nature that it would be unwise to make 
it public. After further discussion the Mayor agreed to 
calla meeting of the board on the morning of Dec. 7 and 
reveal the findings of the experts. The Mayor stated, how- 
ever, that only a summary of the report would be made 
public after the meeting. 

Milwaukee Franchise Recommendations.—A franchise on 
Wells Street, Milwaukee, Wis., has been recommended by 
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the Raiiroad Commission of Wisconsin in its supplementary 
report on street railway conditions in Milwaukee, with sug- 
gestions for the relief of existing transportation service in 
that city. The commission urges that seven franchises be 
granted to The Milwaukee Electric Railway & Light Com- 
pany without delay, as follows: On Wells Street, from 
Eleventh Street to West Water Street; on Seventh Street, 
from State Street to Wells Street; on Sixth Street, from 
Wells Street to Grand Avenue; on Twenty-seventh Street, 
from State Street over the viaduct to Twenty-second Ave- 
nue and to National Avenue; on Mason Street, from Jack- 
son Street to Marshall Street; on Marshall Street, from 
Mason Street to Wisconsin Street; on Cass Street, from 
Mason Street to Wisconsin Street. 

Kansas City Viaduct Case Reopened.—New proceedings 
to reopen electric railway traffic over the intercity viaduct 
between Kansas City, Mo., and Kansas City, Kan., have 
been begun before Judge Hook in the United States Dis- 
trict Court in Kansas City, Mo., by John Dawson, Attorney 
General of Kansas, and Richard Higgins, city counselor 
of Kansas City, Kan. The two attorneys applied for per- 
mission to intervene in the receivership suit of the Metro- 
politan Street Railway, asking that the Intercity Viaduct 
Company and the Kansas City Western Railway be made 
joint defendants in the part of the suit pertaining to the 
resumption of viaduct traffic. The service was stopped be- 
cause the Metropolitan Street Railway objected to the via- 
duct company’s charge of I cent for each passenger car- 
ried. The annual passenger traffic was about 6,000,000, mak- 
ing the renta] charge against the Metropolitan Street Rail- 
way about $60,000 a year. 


Appropriation for Work of New York Commission.—The 
Public Service Commission for the First District of New 
York has requested the Board of Estimate and Apportion- 
ment to make an appropriation of $1,763,000 for the ex- 
penses of the commission for 1913. The commission’s bud- 
get for 1912 was $1,554,500. While the commission for the 
first district is a State commission, the State pays only the 
salaries of the commissioners, its counsel and secretary, 
and all its other expenses are paid by the city of New York. 
The bulk of these expenses is incurred for rapid transu 
work, which will take more than $1,300,000 of the total 
budget for 1913. The increase over the year 1912 is due 
entirely to the increased expenses on the new system of 
subways. Part of this money will be returned to the city 
in future years as a sinking fund will be provided to 
amortize engineering expenses out of the earnings during 
the life of the operating lease. 


Valuing Kentucky Properties —The State Railroad Com- 
mission of Kentucky recently took up the matter of assess- 
ing the short lines which operate in that State, including 
interurban electric railways. One of the first companies 
to come before the commission was the Louisville & Inter- 
urban Railway, Louisville. This company operates 105 
miles of line, more than 90 miles of which is over its own 
right-of-way. The net operating revenue of the company 
last year was $2,819 per mile. The investment in the prop- 
erty is $3,000,000, The company has no bonded debt. It 
owns the Louisville & Eastern Railroad and is owned in 
turn by the Louisville Railway. According to Clarence 
Dallam, who represented the company as counsel before 
the commission, the Shelbyville and Lagrange lines produce 
more than half the revenue of the system and I5 per cent 
of the revenue goes to the Louisville Railway, which fur- 
nishes the power and which rents about 15 miles of track 
to the Louisville & Interurban Railway. Last year the 
physical property of the company was assessed at $6,000 
per mile. ; 


PROGRAM OF ASSOCIATION MEETING 


New England Street Railway Club 


The regular meeting of the New England Stree i 
Club will be held at the Quincy Hotise, Botton aa 
Dec. 18. Dinner will be served at 6.30 p.m. The business 
meeting will follow at 8 p.m.’ Day Baker, of Boston New 
England manager of the General Vehicle Company will 
address the members of the club. His subject will be “The 
‘Application of the Electric Vehicle to the Street Railway.” 
ere ‘Baker will illustrate his remarks with the stereopticon, 
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Financial and Corporat 


Stock and Money Markets is 


Dec tu 1982. 
The transactions on: the New York Stock Exchange to-day 
totaled 1,261,000 shares, making the session the biggest 
since Oct. 2, 1911, when the total number of shares traded 
in was 1,365,000. The number of shares traded in to-day 
was larger by 257,000 shares than the number traded in 
yesterday, but the number of issues was smaller by thir- 
teen. Rates in the money market to-day were: Call, 4@s 
per cent with the last loan at 4 per cent; sixty and ninety 
days, 6% per cent; four months, 534@6% per cent; five and 
six months, 54%4@6 per cent. ee 
The Philadelphia market reflected the trend of trading in 
New York. The demand for bonds was good. 
In the Chicago market there was very little trading in 
the traction issues. The feature of the bond dealings was 
a sale of $15,000 of Chicago Railway 5’s, Series B, at 8234. 
In the Boston market small sales were recorded of 
Boston Elevated, Massachusetts Electric issues and West 
End Street Railway. There was very little demand for 
bonds. ‘ 
In the Baltimore market the only traction sale was 355 
shares of United Railways at 25%. The demand for bonds 
continues, the sales to-day totaling $116,000. ng 
Quotations of traction and manufacturing securities as 
compared with last week follow: 


- 


Dec. 4. Dec. 11 
American Brake Shoe & Foundry (common).....-.- 97% 9 
American Brake Shoe & Foundry (preferred)....... 137 137 
American Cities Company (common).......-+++++++ 56 50 
American Cities Company (preferred)..........+.+: 84% 81 
American Light & Traction Company (common).... 430 410 
American Light & Traction Company (preferred).... 108 108 
American Railways Company......+.+++seeeseeerers 42 40% 
Aurora, Elgin & Chicago Railroad (common)....... 41 40 
Aurora, Elgin & Chicago Railroad (preferred)....... 88% 88% 
Boston Elevated Railway........ pe Seance tiscine sacle ame 121 119 
Boston Suburban Electric Companies (common)....... 15 i ee 
Boston Suburban Electric Companies (preferred).... 75 75 
Boston & Worcester Electric Companies (common). :.. 8% 7 
Boston & Worcester Electric Companies (preferred).. 50 50 
Brooklyn Rapid Transit Company......++++++ssteee 91 86% 
Capital Traction Company, aShingtoni wa. tac wiwtesiote 123% 121 
Chicago. City) Railways... aces sine aie iiele te eiels siniiaiala 150 150 
Chicago Elevated Railways (common).......-.....-++- 27 a30% 
Chicago Elevated Railways (preferred)........-...++ 89 aIly 
Chicago. Railways, ptcptg., cti. oi 2.1 22. astetele i lelstalntels is 85 85 
Chicago Railways, ptcptg., cti. 2...2..0--eserevereees 22 a21 
Chicago Railways, ptcptg., ctf. 3......-2 6s eerernees 6 6% 
Chicago Railways, ptcptg., cti, 4......-2.20s-e-0s eee 3 3% 
Cincinnati Street Railway i). fccrter a stste sy stene ersten 126 125% ; 
Cleveland, Southwestern & Columbus Ry. (common).. 6% 6% ; 
Cleveland, Southwestern & Columbus Ry. (preferred). 34 34 
Cleveland Railway......-...sesesseeeeceresreseree 105 al05 
Columbus Railway & Light Company...............-. 50 55 
Columbus: Railway” (commons. caisieierte sa sei walt ei 82 82 
Columbus Railway (preferred) ...-....00cecseccess> 90 90 
Denver & Northwestern Railway........0.....+seeee> 122 121 
Detroit. United Ratlway... .0.<essewss POSER seis Stic 0 
General. Electric. ‘Company via.denesswe oles eet ete 183% 179% 
Georgia Railway & Electric Company (common)..... 124 120 
Georgia Railway & Electric Company (preferred).... 83% 83% 
Interborough Metropolitan Company (common)...... 185% 17% 
Interborough Metropolitan Company (preferred).....- 63% 58% 
International Traction Company (common)...........- Be 39 
International Traction Company (preferred)........ He 92 
Kansas City Ra‘lway & Light Company (common).... 18 18 
Kansas City Railway & Light Company (preferred)... 


Lake Shore Electric Ra‘lway (common).............- 
Lake Shore Electric Railway (1st preferred)... ae 
Lake Shore Electric Railway (2d preferred) aa 
Manhattan | Railway's s.<.':'s:c sc 0 sleclauta slasieroighe ten eee: 131 
Massachusetts Electric Companies (common)......... 
Massachusetts Electric Companies (preferred)....... 
Milwaukee Electric Railway & Light Co. (preferred).. 
Norfolk Railway & Light Company..... fASAN eRe eros 
North. American /Conipany:oc).s vs ahve te eve neeniate tere 
Northern Ohio Light & Traction Company (common). 
Northern Ohio Light & Traction Company (preferred). 
Philadelphia Company, Pittsburgh (common)........ 
Philadelphia Company, Pittsburgh (preferred)...... 
Philadelphia Rapid_ Transit_ Company............... 
Portland Railway, Light & Power Company.......... 
Public. Servicer Corporation’, 2.1.4. pea eee + ee 
Third Avenue Railway, New York, . 2 ic amie 15 + 
Toledo Railway & Light Company............. BP sacs 
Twin City Rapid_ Transit Co., Minneapolis (common). 

Union Traction Company of Indiana (common)...... free! 
Union Traction Company of Indiana (1st preferred) 
Union Traction Company of Indiana (2d preferred). 

United Rys. & Electric Company (Baltimore)........ bi 
United Rys. Inv. Company (common).............. 
United Rys. Inv. Company (preferred)..... Behe «en He 
Virginia Railway & Power Company (common)...... 


: Boston ef 
Westinghouse Elec. & Mei ey a omg’ 
Westinghouse Elec.& Mfg. ompany (1s 


a Asked f 28 


*Last sale. 
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ANNUAL REPORT 


Quebec Railway, Light, Heat & Power Company, Ltd. 


The annual report of the Quebec Railway, Light, Heat & 
Power Company, Ltd., for the year ended June 30, 1912, 
contains a statement from R. Forget, the president, which 
is in part as follows: 

“The gross earnings from operation for the year were 
$1,415,825, as compared with $1,280,126 in 1911, an increase 
of $135,608. 

“The operating expenses were $734,925, as compared with 
$661,907, an increase of $73,018. 

“The net earnings were $680,900, an increase of $62,680 
over IQII, equal to 10.13 per cent. 

“After adding miscellaneous income of $194,584 and de- 
ducting fixed charges of $660,363, dividends paid Oct. 15, 
1911, and Jan. 15, 1912, amounting to $199,990, and organi- 
zation expenses of $3,910, there remains a net surplus of 
$11,210, which added to our surplus account leaves a balance 
of $73,539 to the credit of this account. Reserve accounts 
have also been created. 

“During the year the company continued its policy of 
improving its service, and the result shows new record fig- 
ures, the increase in revenue passengers for the year being 
928, 315 over the year ended June 30, 1911. More attention 
than ever has been devoted to repairs and renewals to the 
roadway. During July, 1911, another observation car built 
in the company’s shops was added to the rolling stock, mak- 
ing two cars of this class now in use. Considerable sums 
have been expended upon all departments in line with the 
company’s policy to maintain its property and rolling stock 
in first-class condition. 

“The Montmorency division again shows very appreciable 
gains, both in’ its passenger and freight service. About 2% 
miles have been relaid with 8o-lb. rails, the old rails being 
used for sidings at various points. Terminal facilities in the 
city of Quebec have been improved to cope with the traffic. 
All property has been maintained in a proper state of effi- 
ciency, and a considerable sum has been spent on the up- 
keep of the tracks and rolling stock. The Kent House and 
the amusement park are becoming increasingly popular as 
resorts for the citizens of Quebec. 

“The Quebec County Railway continues to make satisfac- 
tory progress, the number of revenue passengers carried 
during the year being 137,216 in excess of last year, an in- 
crease of 54 per cent. The road and track have been main- 
tained in good condition. 

“The Quebec & Saguenay Railway extends from mile 
30, the termination of the Montmorency division, to mile 
85.5, Pointe au Pic. Good progress has been made with the 
construction of the road, approximately 85 per cent of the 
work being completed. The sum of $104,992 was received 
during the year on account of the Dominion government 
subsidies, and this sum was applied to the redemption of 
bonds according to the trust agreement. 

“The Lotbiniére & Megantic Railway, which runs be- 
tween Lyster, Que., and St. Jean Deschaillons, a distance of 
30 miles, was taken over by the company during February 
last. The road is standard gage, laid with 56-lb. rails, and 
serves a very good lumber territory. It was acquired in 
connection with the purchase of the charter of the Quebec 
Eastern Railway. The company was taken over as a going 
concern and its revenues have been taken into the earnings 
of the Quebec Railway, Light, Heat & Power Company, 
Ltd. 

“The increase in gross earnings from operation of $135,- 
698 demonstrates not only the increased growth of the com- 
pany’s business but also of the city and district served by 
the company, and it is the opinion of your directors that 
this increased growth will continue. A feature of the finan- 
cial report is that while a large sum has been spent by the 
company upon the upkeep and improvements of its various 
plants, the percentage of operating expenses to gross earn- 
ings remains at the low figure of 51.91 per cent. -The com- 
pletion of the company’s new office building at Crown and 
St. Joseph Streets was unfortunately delayed until May 1, 
1912. The completion of the building enables the consolida- 
tion of the company’s executive offices in the one building 
and has facilitated the transaction of the company’s busi- 
ness. Considerable space has been rented in the building.” 
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New York Commission Modifies Its Amortization Fund 
Order 


The Public Service Commission of the First District of 
New -York modified on Dec. 10, 1912, the orders issued by 
it last February requiring the New York Railways and the 
Third Avenue Railway to set aside each year a specified 
amount of money as an amortization fund to make up the 
difference between the value of the property and the se- 
curities issued by the companies in their respective plans 
of reorganization, and also providing for the setting aside 
each year of 20 per cent of the gross earnings as a deprecia- 
tion fund. In the case of the New York Railways the 
amount ordered set aside for amortization was $108,000 
each year plus 4 per cent upon all prior payments until the 
fund shall amount to $16,500,000. In the case of the Third 
Avenue Railway, the amount to be set aside for amortiza- 
tion was $180,000 plus 4 per cent upon all prior payments 
until the fund shall amount to $25,000,000. These amounts 
of $16,500,000 in the case of the New York Railways and 
$25,000,000 in the case of the Third Avenue Railway were 
the sums respectively, the commission held, by which the 
proposed security issues exceeded the value of the property. 

The orders issued on Dec. 10, 1912, modify the previous 
orders by canceling the requirement for the establishment 
of this amortization fund in the case of each company, on 
the ground that under the law as it then stood the commis- 
sion, while satisfied of the necessity for providing such 
amortization funds, was not warranted in ordering the 
companies to provide them. The commission finds, how- 
ever, that it had authority to order the setting aside of 20 
per cent of the gross earnings as a depreciation fund and 
this part of the order is allowed to stand. The modifying 
orders were issued after a rehearing held upon the applica- 
tion of the New York Railways, at which the company 
questioned the power of the commission under the statutes 
as they then existed to require the establishment of the 
amortization fund. Upon reconsideration, the commission 
upheld the company’s contention in this respect. The new 
orders make no further changes, and the provisions of the 
orders issued in February as to the approval of the se- 
curity issues provided in the plan of reorganization of 
each company, as well as the provisions for depreciation, 
are allowed to stand. 

In deciding the case of the New York Railways after 
rehearing, the commission filed an opinion in which, after 
setting forth the provisions of the order issued by the 
commission in February as to amortization and deprecia- 
tion, it says that the company, in its application for rehear- 
ing, objects only to that part of the order requiring the 
establishment of an amortization fund at the rate of $108,- 
ooo a year; that the company contends that the commission 
is not authorized by statute to make any such requirement 
in the case of a company formed upon reorganization under 
Sections 9 and 10 of the stock corporation law. Upon this 
point the opinion says: 

“Tt appears upon consideration of the provisions of Sec- 
tions 9 and 10 of the stock corporation law and of the de- 
cision in the case of the People ex rel. Third Avenue Rail- 
way and others vs. Public Service Commission for the 
First District (203 N. Y., 209) that the commission has 
power to determine whether the proposed stock and bonds 
are to be issued under and in conformity with the provis- 
ions of the statute, whether the new corporation has been 
duly organized and become vested with the title to the 
property and franchises of the old corporation, and whether 
the plan of reorganization is being carried out, and also 
whether the total par value of the new securities exceeds 
the total par value of securities of the company to whose 
property and franchises it has succeeded and any new 
money contributed. It would seem that the character and 
the amount of the securities to be issued are such as may 
be agreed upon by the purchaser at the foreclosure sale and 
the creditors to whom by his plan he shall give recognition, 
provided only that the aggregate is not greater than tlie 
amount of the securities of the former company plus afy 
cash put in. 

“The securities as to face amounts are authorized entirely 
without regard to the property acquired by the compkny 
and are to be issued under the authority of the statute and 
not, so far as their amount or character is concerned,’ under 


any real control of or dependence upon the Public Service 
Commission. It would seem, therefore, after careful con- 
sideration of the whole question, and particularly the brief 
of counsel for the applicants, that notwithstanding a finding 
by the commission that the face of the securities exceeds 
the value of the property by as much as $16,500,000, and 
that the securities are therefore issued at a discount of that 
amount, the commission was without authority to require 
the déficiency to be made up or amortized. In the opinion 
of the commission the company ought to provide an amorti- 
zation fund for this purpose, but the power conferred by 
the public service commissions law is not broad enough to 
authorize the commission to issue an order requiring the 
company to do so. The order of the commission is there- 
fore to that extent unwarranted and should be changed.” 


Reorganization of Cleveland, Southwestern & Columbus 


Railway 
The Cleveland, Southwestern & Columbus Railway, 
Cleveland, Ohio, has completed its negotiations’ for re- 
financing. Briefly, the company will sell $5,000,000 out of 


an authorized issue of $25,000,000 of first and refunding 
5 per cent thirty-year gold bonds to Harris, Forbes & 
Company, New York, N. Y., and $1,500,000 of an author- 
ized issue of $2,000,000 of first preferred 6 per cent cumu- 
lative stock to Kissel, Kinnicutt & Company, New York, 
N. Y., and Borton & Borton, Cleveland, Ohio. The pro- 
ceeds from the sale of these securities will be used to re- 
tire the present outstanding Cleveland & Southwestern 
Traction Company’s 5 per cent bonds at 95 and the Cleve- 
land, Southwestern & Columbus Railway’s 5 per cent bonds 
at 90, and to liquidate the floating debt, which is upward 
of $1,250,000. Both the bond and preferred stock issues 
will have to be authorized by the stockholders. 

No dividends are to be paid out of next.year’s earnings 
on the present outstanding stock of the company. The re- 
financing will leave the company with debts of every kind 
paid and with a working capital of approximately $75,000. 
The company’s earnings in 1911 and 1912 were considerably 
in excess of twice the amount required to pay dividends 
on the $1,500,000 of first preferred stock which is to be 
issued. The company is reconstructing and improving its 
power house and expects to effect an annual saving of more 
than $50,000, 

It is stated that a plan is being worked out for adjusting 
back dividends on the $2,412,000 of 5 per cent cumulative 
preferred stock which is outstanding. No dividends have 
been paid on this stock since April 1, 1907. 


California Railway & Power Company 


According to a prospectus of the California Railway & 
Power Company, issued recently, the company is to acquire 
all of the outstanding capital stock of the United Railroads 
of San Francisco, the San Francisco Electric Railway, the 
Sierra & San Francisco Power Company and the Coast 
Valley Gas & Electric Company. The United Railroads of 
San Francisco has outstanding $5,000,000 of 7 per cent pre- 
ferred stock, $20,000,000 of preferred stock, $17,048,600 of 
common stock and $2,000,000 of two-year 6 per cent notes. 
The San Francisco Electric Railway has outstanding $r10,- 
000,000 of common stock. The Sierra & San Francisco Power 
Company has outstanding $20,000,000 of common ‘stock. 
The Coast Valley Gas & Electric Company has outstanding 
$2,000,000 of preferred stock and $3,000,000 of common stock. 

It was proposed to make the dividends on the 7 per cent 
preferred stock of the California Railway. & Power Com- 
pany cumulative from date and redeemable in whole or 
part on any dividend date. The company was, from its 
profits, to retire this stock by purchase at or below Dar. or 
by call at par as follows: On or before, Jan. 1, 1914 to 1917, 
100,000 yearly; on or before Jan. 1, 1918 to 1927, $260,000 
early ;.total, $3,000,000, 

The ownership of $2,750,000 of United Railroads 7 per 
nt preierred stock is to be subject to the lien of $1,900,000 
Mf serial notes of the 
any. a these notes mature and are paid off the stock 
ill be deli vered to the California Railway & Power Com- 
fy “without. further payment on account thereof. The 
compan i les owned will have no floating debts. except current 
F \ 
\ 
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accounts payable and the notes of the United Railroads 
of San Francisco held by the California Railway & Power 
Company, which will also be without debts of any kind. 
The funded debts of the several companies as of June 30, 
1912, amounted to $50,074,593.14. 

The authorized capital stock of the California Railway & 
Power Company consists of $50,000,000 of common stock, 
$10,000,000 of preferred 7 per cent cumulative stock and 
$5,000,000 of prior preference 7 per cent cumulative stock. 
Of these stocks, there have been issued $40,000,000 of com- 
mon, $6,874,400 of 7 per cent cumulative preferred and 
$3,000,000 of prior preference 7 per cent cumulative stock. 
All of the issued common and preferred stock will be 
owned by the United Railways Investment Company, which 
also owns a majority of the issued capital stock of the 
Philadelphia Company. Additional prior preference stock 
will be issued only to provide funds for extensions, better- 
ments and improvements. 

Ladenburg, Thalmann & Company, New York, N. Y., 
Bonbright & Company, New York, N. Y., and other banking 
houses have purchased $3,000,000 of prior preference 7 per 
cent cumulative stock of the California Railway & Power 
Company of Delaware, and are understood to be placing the 
same at 92%. The entire $40,000,000 of common stock of 
the California Railway & Power Company and $6,874,400 
of preferred stock of the company are to be owned by the 
United Railways Investment Company, New York. 


Reorganization of International Railway Approved © 


The financial reorganization of the electric railways in 
and about Buffalo has been approved by the Public Service 
Commission of the Second District of New York. The 
electric railways in Buffalo, Niagara Falls, the Tonawandas 
and adjacent territory, known as the International System, 
have belonged to three separate corporations, the Inter- 
national Railway, the Crosstown Street Railway and the 
Electric City Railway. The commission has authorized 
the merger of the last two companies into the International 
Railway. Owing to legal difficulties the Crosstown Street 
Railway cannot be merged until next April, and pending 
the actual merger the commission has authorized the lease 
of the Crosstown Company to the International Railway 
for 999 years. As soon as the merger takes place this lease 
will become void. 

The commission has investigated the books of these 
three companies for ten years back, and as a result of this 
investigation it has authorized the International Railway 
to make a mortgage for $60,000,000 and to issue bonds se- 
cured thereby to the amount of $10,817,500. Of these bonds 
$11,641,000 are to be issued only as bonds outstanding be- 
come due. Of the balance $4,344,000 are to be used to pay 
off certificates of indebtedness owing to the International 
Traction Company, a holding company organized under 
the laws of New Jersey, of a similar amount, the proceeds 
of which were expended between 1902 and 1910 for addi- 
tions and betterments. The proceeds of $1,231,000 of bonds 
are to be used to reimburse the treasury of the Interna- 
tional Railway for additional property from Jan. 1, 1911, to 
July 31, 1912, and $1,591,000 is for similar expenditures 
made and to be made during the remainder of the current 
year. Among these expenditures are improvements of 
track and roadway and the tiew near-side cars which are 
being installed by the company. The company has also 
been authorized to issue $1,010,000 of bonds with which to 
pay off $1,000,000 of Buffalo Railway debentures and $10,000 
of Buffalo & Niagara Falls Railway second mortgage bonds. © 

The mortgage approved by the commission provides for 
a sinking fund which on or before 1949 will result in the 
accumulation of a fund from income sufficient to retire all 
the prior lien bonds of a total par value of $12,651,500. As 
one of the conditions of the commission’s approval, the 
company has agreed, instead of increasing its surplus by 
the amount of bonds retired through the operation of this 
sinking fund, to reduce its fixed capital accordingly, ke 
will result in eliminating during that period upward 
$12,000,000 from its property account. As a result of the 
commission’s investigation of the property accounts of | 
International Railway instead of one set of books for 
company, one set ont will be kept for the Inte : 
Railway. i 
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The London Consolidation 


Sit Edgar Speyer, chairman of the Underground Electric 
Railways, London, Eng., has made a statement in which he 
outlines the proposed consolidation plans referred to in the 
Exectric RAILWAY JouRNAL of Dec. I1, 1912, page 1166. He 
Says in part: 

“The announcements made comprise three new events in 
the traffic situation of London, the proposed amalgamations 
of (1) the Central London Railway, (2) the City & South 
London Railway with the Underground Railway system; 
(3) the amalgamation of the London United Tramways 
with the Metropolitan Electric Tramways. In other words, 
it is proposed that the Underground Railway Company shall 
acquire and manage the two railway properties and part 
with the management of the London United Tramways. 

“This policy, as is well known, has two objects in view. 
First, further to improve traffic facilities in London, thereby 
giving the public the best and quickest means of communi- 
cation; and, second, by so doing, that is, by developing 
traffic through giving greater traveling facilities, to do our 
best for our shareholders who so far have had very poor 
returns on their capital. 

“In taking these steps the Underground Railway Com- 
pany and its allied companies are not actuated by any desire 
to monopolize the traffic of London. We remain of opinion 
that the best results can only be obtained by harmony and 
uniformity of direction. As long as no authority exists 
effectively to control and guide the traffic of this great 
metropolis, so long will private enterprise, in self-defence 
and in true appreciation of the interests of the traveling 
public, be compelled to seek to obtain by amalgamations 
and alliances such results as are most conducive to truly 
efficient and successful service and adequate returns.” 


American Public Utilities Company, Grand Rapids, Mich. 
—Kelsey, Brewer & Company, Grand Rapids, Mich., as syu- 
dicate managers, offer subject to allotment a new issue of 
$2,200,000 of 6 per cent cumulative preferred stock and 
$770,000 of common stock of the American Public Utilities 
Company, in blocks of $1,000 par value preferred stock and 
$350 par value common stock for $1,000. The stock is is- 
sued to acquire securities of properties in Indianapolis and 
La Crosse, and to provide additional capital. Subscriptions 
were to close at noon on Dec. 14, 1912. 


Boston (Mass.) Elevated Railway.—The stockholders ot 
the West End Street Railway have authorized the issue of 
$220,000 of additional stock to repay the Boston Elevated 
Railway for improvements made to the West End Street 
‘Railway. The Railroad Commission has approved an issue 
of $4,000,000 of thirty-year bonds by the Boston Elevated 
Railway, bearing interest at a rate not exceeding 5 per cent, 
and an issue of 40,000 shares of additional stock at $105 per 
share. 

Eastern Texas Electric Company, Beaumont, Tex.—Stone 
& Webster, Boston, Mass., are offering for subscription at 
94 and interest, to yield 5.40 per cent, $800,000 of first mort- 
gage collateral trust 5 per cent gold bonds of the Eastern 
Texas Electric Company, dated Nov. 1, 1912, and due Nov. 
I, 1942. The Eastern Texas Electric Company owns the 
mortgage bonds and capital stock of the companies doing 
the entire electric lighting and power business in Beaumont 
and the entire electric lighting, power and ice manufactur- 
ing and refrigerating business in Port Arthur, Tex., and 
also of the company which is now constructing an inter- 
urban electric railway between Beaumont and Port Arthur. 
The company is capitalized at $4,000,000, of which $2,000,000 
is 6 per cent cumulative preferred stock and $2,000,000 com- 
mon stock. Of these issues there are outstanding $1,450,000 
of preferred stock and $1,400,000 of common stock. The 
total issue of first mortgage collateral trust 5 per cent 
bonds is $1,200,000, of which $800,000 are now being offered, 
and the balance are treasury bonds. The proceeds from the 
sale of the $800,000 of bonds will provide-funds to construct 
and equip the interurban railway between Beaumont and 
Port Arthur and for terminals in both cities. 


Fort Wayne & Springfield Railway, Decatur, Ind.— 
French Quinn, receiver of the Fort Wayne & Springfield 
Railway, is quoted by the Fort Wayne Gazette as having 
‘said: “The Fort Wayne & Springfield Railway is now oper- 
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ating at a profit. Since the company was thrown into the 
hands of a receiver on Sept. 23, 1912, there has been a con- 
tinuous profit, notwithstanding the large expense. I be- 
lieve that if the line was extended south through Monroe, 
Berne, Geneva and Bryant to Portland the property would 
benefit greatly financially.” The newspaper mentioned is 
also authority for the statement that the officials of the 
Fort Wayne & Northern Indiana Traction Company in 
Indiana favor the purchase of the property of the Fort 
Wayne & Springfield Railway by that company and the 
construction of the extension which is suggested by Mr. 
Quinn. 

Ithaca (N. Y.) Street Railway.—Justice Randolph Hor- 
ton in the Supreme Court at Ithaca has granted the appli- 
cation of the Columbia Knickerbocker Trust Company, 
New York, N. Y., trustee for the bondholders, for the sale 
under foreclosure of the property of the Ithaca Street 
Railway and the Ithaca, Auburn & Lansing Railroad, the 
interest on the bonds of which is in default. 


Kansas City, Outer Belt & Electric Railroad, Kansas 
City, Mo.—The receivers of the Kansas City, Outer Belt & 
Electric Railroad have’ applied to Judge Pollock of the 
United States District Court of Kansas City for permission 
to issue receiver’s certificates with which to pay current 
expenses. 

Kentucky Utilities Company, Louisville, Ky.—The Ken- 
tucky Utilities Company, the incorporation of which was 
noted in the ELrecrric RAILWAY JOURNAL of Aug. 24, 1912, page 
299, has filed for record a mortgage for $5,000,000 in favox 
of the Illinois Trust & Savings Bank, Chicago. The com- 
pany has taken over the electric light and power plants of 
Winchester and Mount Sterling. The deed filed in Win- 
chester is signed by Harry Reid, president, and S. J. 
Brown, secretary of the Winchester Railway, Light & Ice 
Company. The Kentucky Utilities Company has had an 
option on these properties since Aug. 3. It is not known 
what price was paid for the Winchester properties, al- 
though it is stated that the Mount Sterling deal involved 
about $500,000. 


Kingston, Portsmouth & Cataraqui Electric Railway, 
Kingston, Ont.—H. W. Richardson, president of the Kings- 
ton, Portsmouth & Cataraqui Electric Railway, is reported 
to have told the delegation from the Board of Works of 
Kingston which visited him on Nov. 28, 1912, in regard to 
the possible purchase of the property by the city, that the 
road is not for sale, 

Kokomo, Marion & Western Traction Company, Ko- 
komo, Ind.—Articles of incorporation have been filed with 
the Secretary of the State showing that a merger of the 
Kokomo, Marion & Western Traction Company, the Ko- 
komo, Frankfort & Western Traction Company and the 
Kokomo Public Utility Company has been effected. The 
name of the new corporation is the Indiana Railways & 
Lighting Company. The capital is $3,000,000. It is stated 
that the new company will probably take over the property 
of the Marion, Bluffton & Eastern Traction Company, 
which is now in the hands of the Union Savings & Trust 
Company, Bluffton, Ind., as receiver. 

La Crosse (Wis.) City Railway.—The properties of the 
La Crosse City Railway, the La Crosse Water Power 
Company and the Winona Railway & Light Com- 
pany were inspected recently by a party whose mem- 
bers included Clement C. Smith, president of the Wis- 
consin Public Service Company; J. I. Beggs, president of 
the St. Louis Car Company, and William Bigelow, vice- 
president of the First National Bank, Milwaukee. Mr. 
Smith is quoted as follows in regard to the purpose of the 
inspection: “This inspection trip is being taken preliminary 
to the reorganization and refinancing of the La Crosse 
Water Power Company. The reorganization has proceeded 
to the point where we are ready to announce that notices 
of the detailed plan will be sent to the bondholders within 
ten days. The bondholders’ committee has an option on 
the property of the La Crosse City Railway, and in com- 
puting the amount of money required for refinancing, this 
property has been figured, along with that of the Winona 
Railway & Light Company. None of the men of this party 
is involved in any way in the purchase of the property 
of the La Crosse Gas & Electric Company. There are two 


distinct and separate deals in process of consummation, so 
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far as the ultimate ownership of the La Crosse utilities is 
concerned.” 

Massachusetts Northeastern Street Railway, Haverhill, 
Mass.—The Massachusetts Railroad Commission has ap- 
proved the agreement by which the Massachusetts North- 
eastern Street Railway will take over the Seabrook & Hamp- 
ton Beach Street Railway, the Haverhill, Plaistow & New- 
ton Street Railway and the Citizens’ Electric Railway of 
Newburyport. Stock of the Massachusetts Northeastern 
Street Railway is to be exchanged share for share for the 
stock of the companies to be taken over. 


Mid-Crosstown Railway, Inc., New York, N. Y.—The 
Mid-Crosstown Railway, Inc., obtained a rehearing be- 
fore the Public Service Commission for the First District 
on Dee. 10 on its application for permission to issue stocks 
and bonds, which was recently denied by the commission. 
The company is:a reorganization of the Twenty-eighth & 
Twenty-ninth Streets Crosstown Railroad. It asked the 
commission for permission to issue $500,000 of capital stock 
and $500,000 of bonds, and expressed its purpose to sell the 
same, when issued, to the Third Avenue Railway, which is 
operating the crosstown railroad. . The commission denied 
the original application, holding that there was no justifi- 
cation for the formation of another company and that the 
securities proposed to be issued were in excess of the 
amount which the commission could allow under the amend- 
ment of 1912 to the Public Service Commissions law, which 
provides that such security issues shall bear a proper rela- 
tion to the fair value and earning capacity of the property. 
This amendment to the law was made following the de- 
cision of the Court of Appeals in the Third Avenue Rail- 
road reorganization case, in which it was held that a com- 
pany could reorganize and issue securities to the extent 
of those outstanding, irrespective of the value of the prop- 
erty or its earning capacity. In its application for rehear- 
ing the Mid-Crosstown Railway, Inc., asserts that it has 
the right to issue such securities under the old law, and 
that the commission erred in denying its application under 
the amendment of 1912. 


-.Montreal (Que.) Tramway Company.—The Harris Trust 
‘& Savings Bank, Chicago, Ill., and its Eastern associates 
have purchased $890,000 of Montreal Tramway first and 
refunding mortgage 5 per cent bonds, due July 1, 1041. 


Northern Ohio Traction & Light Company, Akron, Ohio. 
—The application of the Northern Ohio Traction & Light 
Company for permission to issue $2,000,000 of additional 
capital stock has been granted by the Ohio Public Service 
Commission. A statement of the expenses for improve- 
ments made from capital by the company from May 1, 1912, 
to Oct. 31, 1912, as filed with the commission, shows that 
$702,398 was expended on the power station at the gorge, 
$119,461 on the Akron, Bedford & Cleveland division, $26,478 
on the Kenmore shops and $110,113 on cars and equipment. 

Philadelphia (Pa.) Rapid Transit Company.—Notice is 
given by Rudolph Ellis, Arthur E. Newbold and C. H. Mc- 
Fadden, voting trustees appointed under the trust agree- 
ment of Feb. 20, 1911, with Philadelphia Rapid Transit 
Company stockholders, that on and after. Jan. 1, 1913, they 
will decline to receive any additional stock for exchange 
into voting trust certificates. 

Scranton (Pa.) Railway.—It is stated that on account of 
requirements for 
Railway may capitalize the irivestment represented in its 
old and new power houses and issue bonds thereon, the 
proceeds of which would enable the extensions needed. 


The company’s investment in its present power houses 
amounts to mo ore than $750,000. These properties are now 
being appraised by + sentatives of Philadelphia banking 
houses, preliminary to the contemplated financing. 

Toledo Railways & Light Company, Toledo, Ohio—It 
was announced on Dec. 4, 1912, that considerably more than 
a majority of the stock and bonds of the Toledo Railways 
& Light Company had been depo ited with the reorganiza- 


tion committee. The time for the d 
pired on Dec. 7. 

Virginia Railway & Power Company, Richmond, Va— 
Thomas S. Wheelwright has becn elected president ind a 
director of the Virginia Railway & Power Company, to 
specced the late William Northrop. a 


eposit of securities ex- 


additional power facilities the Scranton 


“Im, Sept., 12 - $62,989 33,166 $29,823 4,452 
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Dividends Declared 


Chippewa Valley Railway, Light & Power Company, Eau 
one Wis., quarterly, 134 per cent, preferred; quarterly, 

2 per. cent, common. 

Fonda, Johnstown & Gloversville Railroad, Gloversville, 
N. Y., 1% per cent, preferred. 

Indianapolis (Ind.) Street Railway, 3 per cent. 

Manila Electric Railroad & Lighting Company, Manila, 
P. I., quarterly, 1%4 per cent; I per cent, extra. 

Mohawk Valley Company New York, N. Y., quarterly, 
14 per cent. 

ie York State Ralgaye: New York, N. Y., quarterly, 

4 per cent, preferred; quarterly, 1% per cent, common. 
vee Joseph Railway, Light, Heat & Power Company, St. 
Joseph, Mo., quarterly, 114 per cent, preferred. 

Twin City Rapid Transit Company, Minneapolis, Minn... 
quarterly, 134 per cent, preferred; quarterly, 1% per cent, 
common. 

Union Traction Company, Philadelphia, Pa., $1.50. 

United Light & Railways Company, Grand Rapids, Mich., 
quarterly, 1% per cent, first preferred; quarterly, 34 of I 
per cent, second preferred. 

United Railways & Electric Company, Baltimore, Md., 2 
per cent, preferred. 

United Traction & Electric Company,, Providence, Rosie 
quarterly, 1% per cent. 

Virginia Railway & Power Company, 2% per cent, pre- 
ferred. 

Washington Water Power Company, Spokane, Wash., 
quarterly, 2 per cent. 

West End Street Railway, Boston, Mass., 
preferred. 

West Penn Traction & Water Power Company, Pitts- 
burgh, Pa., quarterly, 1%4 per cent, preferred. 


quarterly, $2, 


ELECTRIC RAILWAY MONTHLY EARNINGS 
AURORA, ELGIN & CHICAGO RAILROAD COMPANY. 


Gross Operating Net Fixed Net 
Period. Earnings. Expenses. Earnings. Charges. Surplus. 
Im:, Oct. 412 $166,069 $96,615 $69,455 $32,083 $37,372 
lg £f evi 156,742 *89,440 67,301 31,378 35,923 
4s se 12 739,819 *400,938 338,881 128,345 210,536 
4* sé at 699,717 *369,987 329,729 125,488 204,241 
CHATTANOOGA RAILWAY & LIGHT COMPANY, CHATTANOOGA, 
TENN. 
IiteeOCty be $95,581  *$56,607 $38,974 $22,600 $16,374 
LS es "}1 83,698 *49,247 34,451 20,198 14,253 
LO i) "12 877,927 *522,169 355,758 219,389 136,369 
10 “ a "11 780,934 *456,002 324,932 198,132 126,800 
CLEVELAND, PAINESVILLE & EASTERN RAILWAY, WILLOUGH- 
BY, OHIO. 

1lm., Oct. 12 $32,693 Sie 166 = $15,526 $9,963 $5,562 
Le s 11 30,974 8,699 12,275 8,691 3,584 
10 os fs 24:2 327,028 “178, 045 148,982 99,228 29,754 
10 es Atal 310,567 *169, 1826 140,741 83,066 57,675 


PADUCAH TRACTION & LIGHT COMPANY, PADUCAH, KY. 


lm., Sept. *12 $23,499 *$14,858 $8,640 $7,200 $1,440 
LE eS 21 22,801 *13,267 9,534 6,825 2,709 
12 ** es 12 280,531  *185,692 94,839 85,819 9,020 
12 ie ‘11 259,999  *156,959 103,041 78,767 24,275 
PENSACOLA ELECTRIC COMPANY, PENSACOLA, FLA. 

Im., - Sept. 712 $23,815  *$14,731 $9,084 $6,377 $2,706 © 
i“ m 1 24,667 *15,023 9,644 4,988 4,656 
12“ s "12 286,598 *177,718 108,880 va. 821 35,059 
12 11 286,029 *177, 419 ; 108, 610 58, 1614 49,996 


PUGET SOUND TRACTION, LIGHT & POWER COMPANY. 


Im., Sept., 12 $684,221 3385, 560 $298,661 $158,046 
9 12 6,162,520 *3,572,606 2,589,914 1,464,632 1,125,282 


PUGET SOUND ELECTRIC RAILWAY. 


Im., Sept. 712 $148,097. *$106,181 $41,916 43,470 1,554 
Lae tips 11 152,034 - *102,561 49,474 *40°300 ur 

a ae 12004, 740,385 *1,324,989 415,396 504.352 

12 11 1,801,361 *1,338,300. 463,061 483/356 ~~ +20,294" 


SAVANNAH ELECTRIC COMPANY, SAVANNAH, GA. 


Im.,. Sept. 712 $62,783 *$46,600 $16,183 $16,142 $41 — 
dee A a ea ee 

“ ‘ LS , ’ ‘i , 7 2 
12 : 11 675,586 *491,579 184,007 eee. 


TAMPA ELECTRIC COMPANY, TAMPA, FLA. 


snes pty RAPID TRANSIT COMPANY, MINNEAPOLIS, 
Im, Oct. 712 $696,066 $338,862. $357,203 $143, 9 $214 
ie) ees 655,590 313,915 — 341,676 bg 

ine yi | 688.188 ei 448772 3.336368 1 427902 


ioe = 711, Th6s08, 
Me ciies ay ee 3,212,702 3,295,327 
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Traffic and Transportation 


Hearing Before I. C. C. on Joint Rates and Through Routes 
for Freight Between Indianapolis and Louisville 


That the freight business of the three electric railways 
connecting Louisville, Ky., and Indianapolis, Ind., is not to 
be subordinated to the passenger traffic, and that freight 
cannot always be handled with dispatch with the present 
facilities of the lines affected, were the principal facts 
brought out at the inquiry which was conducted recently 
in Louisville, Ky., before Special Examiner John S. Burch- 
more, of the Interstate Commerce Commission, Washing- 
tome Le GC. 

The inquiry before Special Examiner Burchmore was the 
result of complaints filed with the Interstate Commerce 
Commission by the Louisville Board of Trade, the Indian- 
apolis Freight Bureau and shippers at way stations between 
Louisville and Indianapolis, seeking a through route and 
joint rate for freight between these points from the elec- 
tric railways, as noted in the Erecrric RatLway Journat of 
Nov. 16, 1912, page 1045. 

James Bryan, of Pittsburgh, a consulting electrical en- 
gineer who planned the construction of the lines of the 
Indianapolis, Columbus & Southern Traction Company and 
the Louisville & Indianapolis Traction Company, testified 
regarding the physical condition of the central link in the 
connection between the two cities. Martin J. Insull and 
W. G. Irwin testified that existing contracts between the 
roads concerning the freight to be handled from one to the 
other are non-profitable and that the facilities of the lines 
themselves for handling freight have been inadequate be- 
cause of the relative unimportance of this branch of the 
business. 

Mr. Insull stated that the franchise granted to his com- 
pany to enter Indianapolis provided that only five freight 
shipments per day could be received, but he added that this 
clause was not closely observed. He stated that his com- 
pany did not desire to handle too large an amount of freight 
for fear of depreciating property values along its rights-of- 
way. 

Mr. Irwin, president of the Indianapolis, Columbus & 
Southern Traction Company, acknowledged that the freight 
rates charged by his company between Seymour and In- 
dianapolis should be the same as those of the Pennsylvania 
lines, a steam road whose tracks parallel the electric rail- 
way between those points. He said that this error in mile- 
age rates will be adjusted. He declared that through freight 
business between Indianapolis and Louisville would not be 
profitable to his line. 

J. J. Stratton submitted figures on the freight business of 
the Insull lines during the year, showing a net profit of 
$3,385.31 on local business for the Louisville & Southern 
Indiana Traction Company and a net loss of $1,579.97 for 
the Louisville & Northern Railway & Lighting Company. 
The contention of John J. Telford, secretary of the trans- 
portation committee of the Louisville Board of Trade, along 
with other shippers present at the hearing, was that a 
through rate was justified if the railways granted a through 
route between the points affected. 

Among those who testified at the inquiry were: Martin 
J. Insull, W. G. Irwin, F. E. Cole, manager of the Louisville 
terminals of the Louisville & Northern Railway & Lighting 
Company and Louisville & Southern Indiana Traction Com- 
pany; W. A. Carson, formerly assistant to the general man- 
ager of the Indianapolis, Columbus & Southern Traction 
Company; H. F. McColgin, auditor of the Indianapolis & 
Louisville Traction Company; A. F. Elkins, auditor of the 
Columbus, Delaware & Marion Railway Company; Charles 
C. Tennis, of the Tennis Company; John E. Greeley, re- 
cently the receiver of the Indianapolis & Louisville Trac- 
tion Company; James Bryan, of Pittsburgh; L. J. Hannah, 
formerly of the Indianapolis & Louisville Traction Com- 
pany, and F. P. Smith, of the Indianapolis, Columbus & 

Southern Traction Company. 

_ The inquiry was closed and it was stated that briefs in 
‘the case will be submitted to the Interstate Commerce 
‘Commission at Washington in January, attorneys for both 

sides to present verbal argument before the: commission 

in the capital in March, 1913. 
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Far-Side Stops Favored in Omaha 


The result of the ballot. which the Omaha & Council 
Bluffs Street Railway, Omaha, Neb., took on its cars on 
Nov. 25, 26 and 27, 1912, on the question whether cars 
should stop at the far side of street intersections, as at pres- 
ent, or at the near side of intersections, as was requested 
by the Commercial Club and the Automobile Club of 
Omaha, was as follows: For the far side, 169,536; for the 
near side, 22,426; total, 191,962. The company did not favor 
the suggested change. 

The question was put before the patrons of the company 
in a circular 6 in. wide by 9% in. high with a detachable 
ballot at the bottom 6 in. wide by 2% in. high. This circular 
was headed “Shall Street Car Stops Be Changed?” It fol- 
lows in full: 

“The Commercial Club and the Omaha Auto-Motor (Au- 
tomobile) Club desire to have street cars stop at the near 
side of street intersections to take on and let off passengers 
instead of at the far side, as they do at present. The claim 
is made by them that it will lessen accidents to have cars 
stop on the near side. 

“The Omaha & Council Bluffs Street Railway does not 
favor the change for the following reasons: 

“Tt. It has been the established practice in this city, ever 
since street cars have been operated, to stop on the far side 
of intersections, and it is the established practice in the 
majority of cities throughout the country to-day. We feel 
a change would be confusing to residents and strangers 
alike. 

‘2. To stop at the near side of intersections would leave 
the car entrance 50 ft. away from the cross-walk, compelling 
passengers to wade through mud when boarding cars on 
unpaved streets and compelling them to wade through snow 
and slush when boarding cars, even on paved streets, on 
many days during the winter. 

“3. Careful study and investigation fail to substantiate 
the claim that the near-side stop lessens accidents. The 
theory of advocates of the near-side stop is that there will 
be fewer collisions if cars stop on the near side of street 
intersections, Our experience and the experience of other 
street railways is that few collisions occur at intersections: 
where the car is about to stop. Ninety per cent of all col- 
lisions occur either in the middle of the block or at inter- 
sections where the car is about to stop, and therefore would 
not be affected by the change, and the remaining Io per cent 
would still occur, because the chance of a street car collid- 
ing with another vehicle when crossing an intersection re- 
mains the same whether it is starting up from a stop or 
coming to a stop as it crosses the intersection. In either 
event, the speed of the car would be the same. If the 
Omaha & Council Bluffs Street Railway believed that the 
near-side stop would lessen accidents the company would 
be quick to adopt it for financial reasons, if for no other, as 
the company is compelled to pay damages which result from 
accidents. 

“4. A number of cities, after trying the near-side stop, 
have abandoned it and returned to the former practice of 
stopping at the far side. Notable among these cities is 
Minneapolis, where conditions are very similar to the con- 
ditions in our own city. The Omaha & Council Bluffs Street 
Railway desires to do in this matter what the majority of 
its patrons wish it to do, and, in order to give its patrons 
the opportunity to express themselves, will take a vote on 
the question. On Nov. 25, 26 and 27, passengers on paying 
their fare will receive from the conductor a ballot, on which 
they will please indicate their wishes in the matter by mark- 
ing a cross opposite ‘Far Side’ or ‘Near Side,’ and drop the 
same in the box which has been provided on the rear plat- 
form of the car. 

“Tt should be borne in mind that if the near-side stop is 
adopted, cars will no longer stop on the far side. Men, 
women and children alike are entitled to a vote for each 
fare they pay, and we sincerely hope that all persons will 
exercise their right to vote each time they ride, so that we 
may have a fair expression of public sentiment on this 
question, not only for our own guidance, but also for the 
cuidance of the City Commissioners, who have been re- 
quested by the Commercial Club to enact:an ordinance re- 
quiring us to stop on the near side instead of the far side 
of the street.” 
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Traffic Matters in Cincinnati 


At a conference between Bion J. Arnold and the inter- 
urban finance committee of the Business Men’s Club of 
Cincinnati on Dec. 6, 1912, the tentative report on the inter- 
urban railway situation of Cincinnati given out by Mr. Ar- 
nold some time ago was discussed, but the changes and 
amendments which have since been made were not publicty 
considered. Mr. Arnold's report will contain plans for bring- 
ing all interurban lines into the heart of the city. It is 
stated that the various lines will be brought together in the 
suburbs as trunk lines and taken to the heart of the city 
over routes which have been found suitable for rapid transit. 

The re-routing plan for city lines provided for in an or- 
dinance introduced by Councilman Heilker is objected to on 
the ground that the removal of several terminals to points 
north of their present location will work a hardship upon 
the people employed in factories ‘south of Fourth Avenue. 
City Solicitor Bettman, in an interview on Dec. 6, 1912, said 
that he did not agree with all the changes provided for in 
the Harris report, but that the service cannot be improved 
unless the locations of some of the terminals are changed. 
People should endeavor to accommodate themselves, for 
the time being at least, to such changes as may be made so 
that some of the plans can be tried out thoroughly. 

Five of the new double-truck cars have been placed in 
operation by the Cincinnati Traction Company. An order 
for seventy-six of these cars was awarded some time ago to 
the Cincinnati Car Company. 


“Shop Early” Campaign in Toledo 


The Toledo Railways & Light Company, Toledo, Ohio, 
is conducting an interesting campaign in line with the “shop 
early” movement. On Dec. 2, 1912, a poster, 18 in. by 23 in., 
appeared in all the cars of the company reading in large 
letters: “Will you join the ‘Before Five’ Club?” The same 
day this same sentence appeared in a number of different 
places in all the daily newspapers. The next day, while 
people were asking what the “ ‘Before Five’ Club” was, an- 
other poster appeared in the cars reading: “What, you 


haven’t joined the ‘Before Five’ Club yet?” This question. 


also appeared in various locations in all the newspapers. 
The third day still another poster appeared reading: “The 
‘Before Five’ Club ought to be the biggest in Toledo. Are 
you in?” 

Every day there was a new poster and new liners in 
the newspapers to arouse curiosity as to what the club was. 
The company and the papers were besieged with inquiries 
about the club, but no hint was given as to its purpose. A 
poster appeared Saturday morning, Dec. 7, saying that the 
papers that night would tell what the club was, and that 
evening the papers all carried the following advertisement 
over the signature of the Toledo Railways & Light Com- 
pany: 

WHY YOU SHOULD JOIN DHE {BEFORE sRLvs: 
Claws: 

“This is the season of the Christmas shopper. 

“She goes downtown early of an afternoon and returns 
just in time for supper heavily laden with bundles. 

“Generally she is to be found boarding the cars the last 
minute—just the time the rush hour starts. 

“WE WANT HER FOR THE ‘BEFORE FIVE’ CLUB. 

“Handling the holiday crowds on the street cars is a seri- 
ous problem, calling for cool heads and serious study in 
the operating department. 

“YOU MUST HELP. 

“Workers in shops and stores go to work mornings at dif- 
ferent hours. But they all go home at almost the same 
time—5.30. 

“AND THEY ALL WANT THE FIRST CAR. 

“Shoppers go down to the stores at different intervals 
but they all go home at nearly the same hour—5.30. 

“And naturally, they, too, all want the first cars. 

“If all the shoppers would enlist in the ‘Before Five’ Club 
and make every effort to go home before 5 o’clock in the 


evening, this company would be better able to handle the 
great rush-hour traffic durine the Christmas shopping. It 
would greatly facilitate car movements if the shoppers 
would board cars for home in the evening before the rush 


hour starts. 
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“WON’T YOU JOIN? 

“This company is going to put on every car it has. 

“It is going to have extra inspectors on the downtown 
corners to keep cars from being held up if possible. 

“BUT YOU" MUST CO-OPERA LE: 
can do this in two ways. 

“SHOP BARLY: 

“JOIN THE ‘BEFORE FIVE’ CLUB. 

“This will not only aid in handling the great crush of 
people during the Christmas shopping rush hour, but will 
also add to the comfort of those compelled to work hard 
and long in store, shop and factory. 

“WON’T YOU DO THIS AS YOUR PART IN SPREAD- 
ING THE HAPPY XMAS CHEER?” 

This advertisement was followed during the next few 
days with posters and liners, and became the subject of gen- 
eral discussion. Women’s clubs took it up as well as 
numerous other organizations interested in a “shop early” 
movement. The campaign is having its effect in getting the 
shoppers to take cars before 5 p. m., and the company feels 
that it has made many friends by helping to relieve holiday 
congestion and endeavoring to make it easy for those who 
are compelled to work hard and long in store, factory or 
shop. The advertising campaign was conducted under the 
direction of E. R. Kelsey, general passenger and publicity 
agent of the company. 


“Vow 


Transfer Changes in Detroit—The Detroit (Mich.) 
United Railway has increased the number of new transfer 
points so that hereafter passengers may make the changes 
with less trouble and loss of time. 

Earnings Insufficient to Operate Line—The Railroad 
Commission of California has rendered a decision to the 
effect that the earnings of the Vallejo & Northern Railroad 
between Boynton and Armijo and of its branch line near 
Fairfield to Fairfield Junction are not sufficient to operate 
the line. 


Accident on Seattle-Tacoma Line.—Twenty-three persons 
were injured on Nov. 23, 1912, when a northbound freight 
train on the Puget Sound Electric Railway crashed into the 
rear of a local passenger train that had stopped at Riverton, 
a station 15 miles south of Seattle. None of the injured 
was dangerously hurt. . 

Additional Service Ordered on Ohio Road.—The Railroad 
Commission of Ohio has ordered the Cincinnati, George- 
town & Portsmouth Railroad, Cincinnati, Ohio, to operate 
an additional car which is to leave the terminal station at 
Cincinnati, Ohio, at or near 8.25 p. m. and arrive at the 
terminal station of the company at Batavia, Ohio, at or 
near IO p. m. 

Increase in Wages in Hamilton.—The Dominion Power 
& Transmission Company, Ltd., Hamilton, Ont., increased 


the pay of the conductors and motormen working on the © 


interurban lines of the company on Dec. 1. The rate is as 
follows: First six months, 18 cents an hour; second six 
months, 20 cents an hour; second year, 21 cents an hour; 
after second year, 22 cents an hour; after five years, 25 
cents au hour. 
of 2 cents an hour will be allowed as heretofore. 

Change in Fare by Wallkill Transit Company.—The Pub- 
lic Service Commission of the Second District of New York 
has approved an increase from 5 cents to Io cents in the 
local one-way fare in both directions by the Wallkill Transit 
Company, Middletown, N. Y., between Middletown and Mid- 
way Park, or points intermediate between the Middletown 


tween Goshen and Hulse’s Road, will be discontinued, 
effective Jan. I, 1913. 


Change in Fare Limit by United Traction Company.— 


tery to Schuyler’s Bridge. This change on the part of | 
company followed a complaint made by patrons of the . 
bany and Watervliet end of the Albany-Troy line 
being compelled to get off at the cemetery or pay a 
fare. The change to Schuyler’s Bridge now. ma 
transfer and the 5-cent cash fare limit ter 

same place. The company has notified the 
the change will become effective on Dec. | 


a. eo eet. 


For overtime and Sunday work, extra pay 


city line and Midway Park, effective on Jan. 1, 1913. The ~ 
sale at $1 per book of tickets, valid for twenty trips be- 


The United Traction Company has concluded to c ange the 
transfer point on the Troy and Albany road from the ceme-_ 


t 
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Bulletin in Regard to Smoking in Hartford.—The follow- 
ing bulletin in regard to smoking on closed cars was posted 
recently at the carhouses of the Connecticut Company in 
Hartford by W. P. Bristol, local manager at Hartford: “The 
attention of conductors is called to Rule C-1o on page 32 of 
the book of rules and regulations. Smoking on closed cars 
must be prohibited. Conductors must politely request pas- 
sengers who smoke on closed cars 10 stop smoking, making 
such request at least twice in the presence of witnesses, and 
if passenger still refuse to stop smoking, the conductor 
should stop the car at a proper place and eject such passen- 
ger with as little violence as possible and obtain names and 
addresses of witnesses and send full written report of the 
case to the superintendent.” 


Accident Prevention Campaign in Rochester.—The acci- 
dent prevention committee of the Chamber of Commerce of 
Rochester, N. Y., appointed several sub-committees re- 
cently, one of which was charged with the promotion of a 
campaign for the prevention of accidents in connection with 
electric railway cars. This sub-committee has come to the 
conclusion that many accidents in connection with electric 
railway cars are preventable and hopes by laying the facts 
before the public to enlist its co-operation. An accident 
prevention booklet published by the Chamber of Commerce 
has been sent to every conductor and motorman in Roch- 
ester explaining the work of the committee and asking the 
help of these men. This letter requests that the employees 
give close attention to the operation of their cars and that 
they be constantly on the lookout for the safety of pas- 
sengers, people and vehicles in the street. 

“Owl” Service in Louisville—In perfecting the system of 
“owl” cars subsequent to the many recent changes in rout- 
ings in Louisville, Ky., the Louisville (Ky.) Railway has 
extended the time of validity for its transfers and now 
makes the transfers good for fare until 12.30 o’clock at 
night, instead of only until midnight as heretofore. Pur- 
suant to the order comes the announcement that transfers 
will be issued hereafter until 12.10 o’clock, instead of only 
until 11.45 p.m. as heretofore. A complete system of “owls” 
has been inaugurated since the recent re-routing by the 
company. Through cars east and west and north and south 
all night along the principal lines in the city are provided 
and several new “owl” systems have been added. These 
cars are run on a thirty-minute schedule, based upon the op- 
erations of the through Walnut Street and Highland line, 
a car on which leaves the western terminal at 12.07 a.m. 
and every half-hour thereafter until 5 o’clock, cars from the 
eastern terminal being operated on a similar half-hourly 
schedule, beginning at 12.02 a.m. 

Another Transfer Crusade in Chicago.—The Chicago 
(Til.) Railways Company has just completed another trans- 
fer crusade covering a period of six weeks. During that 
time sixty arrests were made of men who attempted to ride 
on transfers which they did not receive from conductors on 
the company’s cars. This number was so small compared 
with the results a few years ago that the company feels 
that the transfer nuisance, so far as it applies to the sale 
and general traffic in transfers on street corners and. at 
factories, is practically a thing of the past. However, large 
employers in Chicago are again being asked to warn their 
employees, and many of them have agreed to post on their 
premises notices printed in English, German and Polish 
referring to the penalties under the transfer ordinance. The 
company has also prepared for display in its cars a poster 
which reads as follows: ‘“Warning.—Misuse of transfers 
means a fine of $5 to $100. Our patrons are requested not 
to lead others into trouble by giving away or throwing away 
transfers. Do not take a transfer unless you need it. De- 
stroy it if you do not use it.” 

Novel Fair Exhibit—H. T. Bostick, general passenger 
agent, designed a novel miniature exhibit made by the North- 
ern Texas Traction Company and the Fort Worth Southern 
Traction Company at the Dallas Fair. The three cities, 
Cleburne, Fort Worth and Dallas, were represented upon a 
scene, Fort Worth being in the center and Dallas and Cle- 
burne on either side, with landscapes intervening. An exact 
miniature model of the limited type car, which runs be- 
tween Fort Worth and Dallas, was run on a figure-eight 
track, half of the two circles being in view and the other 
half behind the scene. The car came out of the opening in 
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the center of Main Street at Fort Worth, made the trip to 
Dallas, passed into Commerce Street, completed the circle 
and came out at Fort Worth, again making the run to 
Cleburne. A modern miniature country home, surrounded 
by flowers and trees, was placed at one side of the track 
and made to portray suburban homes along the line. Post 
cards of scenes between Fort Worth and Dallas and of 
scenes between Fort Worth and Cleburne, as well as sou- 
venir advertisements, were distributed from the exhibit. 

Remarkably Safe Railroading.—On Dec. 6, 1912, two trains 
of the Interborough Rapid Transit Company, New York, 
N. Y., collided at the southern end of the curve on the ele- 
vated division of the company at rt1oth Street, but no‘ one 
was seriously hurt. The point at which the accident oc- 
curred is the highest on the elevated structure. Comment- 
ing editorially on the accident, the New York World of 
Dec. 8, 1912, said: ‘‘The whole record of the elevated rail- 
roads has been one of remarkably safe railroading. Em- 
ployees have been killed, passengers have dropped to the 
street trying at their own risk to leave stalled trains, but 
there has been only one operating accident in which passei- 
gers lost their lives. That was ‘due to an engineer taking 
the short curve at Fifty-third Street at too high speed. In 
thick fog or blinding snow squall the trains have followed 
each other closely, thousands of millions of passengers have 
been carried for more than thirty years, yet with this one 
exception no life has been sacrificed. The elevated rail- 
roads are not particularly modern in construction or equip- 
ment. Their good record is due simply to careful opera- 
tion by competent men.” 


Difficulties in the Way of Maintaining Schedules in Louis- 
ville-—Defending the Louisville (Ky.) Railway against the 
complaints which have been registered since the company 
inaugurated its new schedules and routes and opened the 
new cross-town line, Samuel Riddle, superintendent of the 
traffic, recently published five different reasons why under 
present conditions close schedules cannot be maintained in 
the Falls City. In Reason No 1, Mr. Riddle assigned the 
cause of the trouble to “cross-overs,” sections of single 
track necessitated by construction work along the com- 
pany’s lines. There are two of these along the Walnut 
Street line alone. Reason No. 2 dealt with traffic conditions 
in Louisville, which are notably bad, including the practice 
of wagon drivers preceding street cars carelessly for a dis- 
tance of several blocks, while others leave their vehicles 
standing too close to the car tracks. Reason No. 3 outlined 
the conditions at grade crossings in Louisville, at which 
cars are frequently compelled to stand for several minutes 
while trains pass. In Reasons No. 4 and 5 Mr. Riddle told 
of the inconveniences of fires, accidents and slippery rails 
which are encountered daily by his company and which tead 
to cause gaps in the schedule. He urged patrons to re- 
fuse to board overcrowded cars when other cars are only 
a few feet behind. 


Posters in Regard to Service.—Previous to a hearing ‘be- 
fore the Nebraska State Railway Commission at which the 
question of a 5-cent fare or six tickets for 25 cents was io 


_be decided, the Lincoln (Neb.) Traction Company inserted 


a number of posters in the advertising racks in its cars. 
Each poster contained statistics concerning the quality of 
service rendered, and in several instances comparisons were 
made between the service of the company and that of other 
companies in communities similar to Lincoln in size. The 
case before the commission resulted in a compromise de- 
cision. Six tickets for 25 cents may now be purchased for 
use within the corporate limits and an extra fare of 1 cent 
is collected in case the passenger presents tickets and wants 
to ride outside the city limits. If he pays his fare with 
cash, the conductor gives him a punched receipt, on de- 
mand, which is collected after the car crosses the corporation 
line. The statements made on some of the posters of the 
company follow: “A street railway is an industry, To- 
gether with all other industries it is the business foundation 
of a city, giving employment to labor, serving public needs.” 
“The value of an industry is measured by the amount of 
service rendered. The cars of the Lincoln Traction Com- 
pany travel every day more than twice the distance from 
New York to San Francisco.” “Industry employs labor. 
The wages paid yearly to employees of the Lincoln Traction 
Company are $240,788.13.” 


to 


Personal Mention 


Mr. Thomas S. Wheelwright, Richmond, Va., has been 
elected president and a director of the Virginia Railway & 
Power Company, Richmond, Va., to succeed the late Will- 
iam Northrop. 


Mr. E. L. Lewis, who has been assistant superintendent 
of the Los Angeles (Cal.) Railway Corporation, has been 
appointed superintendent of the company to succeed Mr. 
John J. Akin, resigned. 

Mr. W. P. Hendricks, formerly superintendent and mas- 
ter mechanic of the Elgin & Belvidere Electric Company, 
Marengo, Ill., has been made superintendent in charge of 
operation of the company. 


Mr. John J. Akin, who has been connected with the Los 
Angeles (Cal.) Railway Corporation for more than twenty 
years, will retire from the company on Jan. I, 1913, to de- 
vote himself to his personal interests. 


Mr. T. H. Mandell, city engineer of Lake Charles, La., 
has been appointed chief engineer of the Louisiana Power 
& Traction Company, which proposes to build an electric 
railway from Lafayette to Lake Charles, La. 


Mr. F. A. Miller, master mechanic of the Central Cali- 
fornia Traction Company, Stockton, Cal., has been placed 
in charge of all power stations, power lines and equipment 
of the company. His new title is superintendent of power 
and equipment, 


Mr. C. E. Bell, formerly statistician of the Paducah Trac- 
tion & Light Company, Paducah, Ky., has been appointed 
superintendent of distribution of the company to succeed 
Mr. W. J. Carter, who has become connected with the 
Savannah Electric Company. 


Mr. Samuel G. McMeen, president of the Columbus Rail- 
way & Light Company, Columbus, Ohio, will deliver a 
series of lectures before the engineering classes of the Ohio 
State University. Mr. McMeen was to make his first ad- 
dress on Dec. 13. His subject was “Imagination as an 
Engineering Asset.” 


Mr. Frank P. Smith, who has been superintendent of 
ways and structures of the Indianapolis, Columbus & South- 
ern Traction Company, Columbus, Ind., has been appointed 
assistant to Mr. T. A. Wilson, vice-president of the Inter- 
state Public Service Company, which took over the prop- 
erty of the Indianapolis, Columbus & Southern Traction 
Company under lease on Dec, 7, 1912. 


Mr. W. L. Arnold, vice-president of the Elgin & Belvi- 
dere Electric Company, Marengo, Ill, has assumed the 
duties of general manager of the company, owing to the 
resignation of Mr. E. E. Downs. Mr. Ward S. Arnold, and 
not Mr. W. L. Arnold, as was stated in the Errecrric RaIL- 
WAY JouRNAL of Dec. 7, 1912, is connected with the con- 
struction company building the Kansas City, Clay County 
& St. Joseph Railway. 


J. C. Thirlwall has resigned from the Brooklyn 
(N. Y.) Rapid Transit Company to become connected with 
the railway department of the General Electric Company. 
Mr. Thirlwall has for the last three yéars been in charge 
of one of the elevated maintenance shops of the Brooklyn 
system, with which company he has been connected since 
1903. He was previously in the service of the Chicago, St. 
Paul, Minneapolis & Omaha Railway, at St. Paul, Minn. 
He was the author of a series of articles on repair shop 
practice which have been appearing in recent issues of this 
paper. ; 

Mr, M. L. Ryan has been appointed storekeeper of the 
Chicago & Milwaukee Electric Railroad at Highwood, II. 
After nine years’ service in various positions with the street 
railways in St. Louis Mr. Ryan became connected with the 
Chicago (Ill.) City Railway in 1901 as armature winder 
and car equipment inspector, and in 1905 during the reha- 
bilitation period in Chicago he acted as traveling inspector 
at various factories building cars for the company. In 
1908 he was placed in charge of armature and motor repairs 
of the Chicago City Railway. In 1910 he became connected 
with the Chicago & Milwaukee Electric Railroad in charge 
of the motor repairs at Highwood. 


ELECTRIC RAILWAY JOURNAL 


[ VoL. XE; No. 23. 


Mr. John C. Thompson has resigned as general superin- 
tendent of the Trenton & Mercer County Traction Corpora- 
tion, Trenton, N. J., effective on Jan. 1, 1913. Before be- 
coming connected with the Trenton & Mercer County Trac- 
tion Corporation Mr. Thompson was with the United Trac- 
tion Company, Troy, N. Y., the service of which he entered 
in 1892 as a conductor, He was promoted from time to time 
and in 1900 was made assistant superintendent of the Troy 
Division of the United Traction Company. Subsequently 
he was appointed superintendent of the Troy Division and 
continued in that capacity until 1910, when he became con- 
nected with the Trenton & Mercer County Traction Cor- 
poration. 


Mr. Abram V. Louer has been appointed assistant super- 
intendent of the United Traction Company, Albany, N. Y., 
under Mr. Arnold Von Shrenk, general superintendent of 
the company. Mr, Louer was a student at the Albany Acad- 
emy for two seasons, and afterward was employed at Buf- 
falo and on Long Island. In 1905 he entered the employ 
of the Schenectady Railway and was assigned to the en- 
gineering department. Subsequently he was transferred to. 
the transportation department and for nearly three seasons 
had charge of the company’s recreation parks. In October, 
1o11, Mr. James F. Hamilton, general manager of the Sche- 
nectady Railway, was appointed general superintendent of 
the United Traction Company, Albany. On Nov. 13, 1911, 
Mr. Hamilton succeeded in having Mr. Louer appointed to 
the transportation department of the United Traction Com- 
pany. 

Gen. William A. Bancroft, president of the Boston 
(Mass.) Elevated Railway, was one of the speakers at the 
third annual banquet of the Traffic Club of New England 
at the American House, Boston, on Dec. 6, 1912. General 
Bancroft confined his remarks very largely to his observa- 
tions on his recent trip abroad. He said that all things 
considered England was the most progressive of the Euro- 
pean countries, but that much of its railway progress was 
due to the adaptation of American ideas to British require- 
ments. Steam railroad service in England, where private 
ownership prevails, was. better than service on the Conti- 
nent, where there is public ownership. He also contrasted 
street railway service in Europe with service in the- United 
States. Mr. Samuel O. Dunn, editor of the Railway Age 
Gazette, also spoke. The subject of Mr. Dunn’s address 
was “Points Often Overlooked Regarding Government 
Ownership.” 


Mr. W. H. Hitchcock, superintendent of transportation 
of the Wilmington & Philadelphia Traction Company and 
the Southern Pennsylvania Traction Company, Wilmington, 
Del., has been appointed general superintendent of the 
Trenton & Mercer County Traction Corporation, Trenton, 
N. J., effective on Jan. 1, 1913, to succeed Mr. John C. 
Thompson, resigned. Mr. Hitchcock has been connected 
with the companies at Wilmington since 1910. He began 
his railway career with the Metropolitan Railway, Wash- 
ington, D. C., as a conductor. In 1900, when the Washing- 
ton Railway & Electric Company absorbed the Metropolitan 
Railway and several other companies, Mr. Hitchcock was 
appointed depot clerk and was subsequently advanced from 
time to time and filled the several positions between that of 
depot clerk and division superintendent, including the posi- 
tions of street inspector and instructor of motorman con- 
ductors. In January, 1906, he was appointed division super- 
intendent of the Washington Railway & Electric Company 
and continued in that capacity until he was appointed to the 
Wilmington & Philadelphia Traction Company and the 
Southern Pennsylvania Traction Company. - 


OBITUARY 


Alfred Pancoast Boller, formerly chief engineer of the 
Manhattan Elevated Railway, New York, and consulting en- 


day 


gineer for the Department of Public Parks of New York, 
died on Dec. 9, 1912. Mr. Boller was born in Philadelphia in 


1840 and was graduated from the University of Penns 
nia in 1858, later receiving his degree of civil engineer i 
Rensselaer Polytechnic Institute, Troy, in 1861. 

vice-president of the American Society of Civil Engin 
president of the American Institute of Consultin rar 
neers and a member of the Institute of Civil 
London, England, 
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Construction News 


Construction News Notes are classified under each head- 
ing alphabetically by States. 
An asterisk (*) indicates a project not previously re- 
ported. 
RECENT INCORPORATIONS 


*M Street Railway, Washington, D. C.—Application for 
a charter has been made by this company in Washington to 
build an electric railway along M Street from the Aqueduct 
Bridge to the Union Station in Washington. Capital stock, 
$600,000. Incorporators: Henry Wardman and A. A. 
Thomas, District of Columbia, and J. G. Dudley, I. C. Taylor 
and E. F. Crawford, Virginia. 


*Upper Hudson Electric & Railroad Company, New- 
burgh, N. Y.—Incorporated in New York with a capital 
stock of $500,000 to consolidate the Schoharie Light & 
Power Company, the Catskill Illuminating & Power Com- 
pany and the Upper Hudson Electric & Railroad Company. 

Lake Erie & Youngstown Railway, Youngstown, Ohio.— 
Incorporated in Ohio to build an electric railway between 
Youngstown and Conneaut. Capital stock, $300,000. Asa 
W. Jones is among the incorporators. [E. R. J., March 30, 
12.] 

*Wayne County Street Railway, Hawley, Pa—Applica- 
tion for a charter will be made by this company in Pennsy]- 
vania to build an electric railway to extend from Seelyville 
along the Carbondale Pike to Honesdale and Hawley. 
Among those interested are: Martin B. Allen, Edmund B. 
Hardenbergh, W. J. Ward, F. W. Powell, G. William. Sell, 
Charles H. Doroinger and J. Samuel Brown. 

*Wyomissing Valley Railway, Reading, Pa.—Application 
for a charter will be made by this company in Pennsylvania 
to build a double-track electric railway from the terminus 
of the Penn Street Bridge in Reading to Hendleton, via 
Wyomissing. Incorporators: O. S. Geiger, J. H. Bucher, 
S. E. Smith, Alvin Dunlap and J. Milton Miller. 


*Quebec (Que.) Rapid Transit Company.—Application for 
a charter has been made by this company to build-a belt line 
from Quebec to St. Gregorie de Montmorency, Lake St. 
Charles, Cap Rouge, and thence easterly to Quebec. The 
line is to be operated by steam or electricity. A. Tachereau, 
Quebec, is solicitor for the applicants. 

*Dallas, Corsicana & Palestine Railway, Dallas, Tex.— 
Chartered in Texas to build an interurban railway from 
Palestine and Corsicana. Capital stock, $400,000. 


FRANCHISES 


Owenton, Ala—The Highland Lake Land Company has 
asked the Council for a franchise to build an electric railway 
which is to extend from Owenton to Tuxedo. 


Los Angeles, Cal—Emmet H. Wilson .has asked the City 
Council for a franchise to build an electric line on Vernon 
Avenue from Dalton Avenue west to the city limits of Los 
Angeles. ; 

United Railroads, San Francisco, Cal_—Lieutenant-Colonel 
McWilliamsen has requested the Supervisors to grant the 
United Railroads a revocable permit to build a street railway 
from Polk and Bay Streets to connect with the line to be 
constructed by the company through the Fort Mason mili- 
tary reservation to the government docks. The Secretary 
of War has granted the company a license to lay the tracks 
in the reservation. 

Greenville, I1l—The Springfield & Central Illinois Trac- 
tion Company has received a fifty-year franchise from the 
‘City Council for a line to extend north and south through 
Greenville. This company has also received a fifty-year 
franchise in Marshall. 

Mattoon, Ill_—The City Council has granted a franchise 
to the Decatur, Sullivan & Mattoon Transit Company over 
certain streets in Mattoon. The company has received a 
franchise from the Board of Supervisors over the highways 
of Coles County. This 48-mile electric railway will connect 
Sullivan, Decatur and Mattoon. [E. R. J., Dec. 7, ’12.] 
~ Quincy, Ill—The Adams County Board of Supervisors 
has granted a franchise to the Quincy Street Railway to ex- 
tend its Main Street line in Quincy to Graceland Cemetery. 
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Hutchinson, Kan——The Hutchinson Interurban Railway 
has asked the Council for a franchise to rebuild and extend 
some of its lines in Hutchinson. 


Towson, Md.—The Towson & Cockeysville Electric Rail- 
way, Cockeysville, has received permission from the County 
Commissioners of Baltimore County to extend its line 
through Towson from the present terminus at Chesapeake 
and Bosley Avenues along Chesapeake Avenue to a point 
on Washington Avenue south of Chesapeake Avenue. 

North Adams, Mass.—The Berkshire Street Railway has 
asked the State Railroad Commissioners for an extension 
of time in which to build extensions in the northern and 
eastern sections of North Adams. 

Watervliet, Mich. The Benton Harbor-St. Joe Railway & 
Light Company, Benton Harbor, has asked the Council for 
a franchise to extend its line through Watervliet. 


Anaconda, Mont.—The Electric Light & Railway Depart 
ment, Anaconda Copper Mining Company, Anaconda, has 
asked the Council for a franchise for several extensions in 
Anaconda. 

*North Plainfield, N. J—Newton B. Smalley, North Plain- 
field, has asked the Council for a franchise to build an elec- 
tric line in North Plainfieid to the terminus of the Somerset 


Street line of the Public Service Railway, in North Plain- 
field. 


Sea Girt, N. J —The Wall Township Commissioners have 
granted a franchise to the Atlantic Coast Electric Railway 
for a right-of-way across the township roads at Sea Girt. 
It is expected that the company will now ask for a right- 
of-way down Taylor Avenue in Manasquan. 


Rochester, N. Y.—The Public Service Commission, Sec- 
ond District, has authorized the New York State Railways 
to exercise the franchise granted by the city of Rochester 
providing for extensions so as to provide double track upon 
Jay and Grape Streets in Rochester. 


Utica, N. Y.—The New York State Railways, Rochester, 
has asked the Common Council for a franchise over the 
Genesee Street over-crossing in Utica. 

Akron, Ohio.—The Northern Ohio Traction & Light Com- 
pany has received a franchise from-the Council to extend 
some of its lines in Akron. 

Bountiful, Utah—The Utah Light & Railway Company 
has received a franchise from the Council for a line through 
Bountiful. 


Clarkston, Wash.—F. L. Sturm, South Bend, Ore., and 
associates have asked the Council for a fifty-year franchise 
fi Glatkston ma lierhe ala: NOV oye 12. 

Morgantown, W. Va.—The Morgantown Interurban Rail- 
way has asked the Council for a franchise in Morgantown. 
This is part of a plan to build an electric railway from Mor- 
gantown to Point Marion via Star City. J. H. McDermott. 
president. [E. R. J., Feb. Io, ’12.] 

Eau Claire, Wis.—The Chippewa Valley Railway, Light 
& Power Company, Eau Claire, has asked the City Council 
for a franchise to extend its lines east on East Madison 
Street from Franklin to Starr Avenue and north on Starr 
Avenue to Omaha Street in Eau Claire. 


TRACK AND ROADWAY 


Birmingham Railway, Light & Power Company, Bir- 
mingham, Alaw—Work has been begun by this company on 
its new line between Brighton and Woodward. 

Calgary (Alta.) Municipal Railway.—During the next six 
months this company plans to award contracts to build 17 
miles of new track in Calgary. 

Little Rock Railway & Electric Company, Little Rock, 
Ark.—This company is said to have awarded a contract to 
McCarthy & Woodsmall for grading its extension in Little 
Rock. 

Pacific Electric Railway, Los Angeles, Cal.—It is report- 
ed that this company placed in operation on Dec. 7 its new 
line between Van Nuys and Owensmouth. This com- 
pany has placed in operation the 1%4-mile extension of its 
Euclid Avenue line in Berkeley. Work has been begun by 
the company on its San Bernardino-Riverside line. 

Tidewater & Southern Railroad, Stockton, Cal.—Rights- 
of-way are being secured by this company across Stanislaus 
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County in the direction of the Sierra Nevada Mountains. 
It is proposed to extend the branch line from a point half 
way between Modesto and Stockton to Oakdale, via River- 
bank. This company, which is now operating a line between 
Stockton and Modesto, plans to extend its line from Mo- 
desto to Fresno in the spring. 


Vallejo & Northern Railroad, Vallejo, Cal—The Hard 
Brothers have begun grading for the right-of-way for this 
company’s line north of Vallejo. 


Idaho Railway, Light & Power Company, Boise, Idaho.— 
This company has practically completed a line 9 miles in 
length between Nampa and Caldwell, Idaho, and will put it 
in operation in the next sixty days. In addition to this 
section of new line, approximately 20 miles of the Boise 
and Nampa city lines have been revamped and outer loops 


Chicago-New York Electric Air Line Railroad, Chicago, 
Ill.—It is announced that this company will begin work next 
January on the extension of its line to Plymouth and then 
along the Pennsylvania Railroad to Fort Wayne. 


Sterling, Dixon & Eastern Electric Railway, Dixon, Ill._— 
This company is now rebuilding cattle passes with concrete 
and culverts with galvanized corrugated pipe along its lines. 


Mississippi Valley Traction Company, Springfield, Ill.— 
This company states that it will begin construction in the 
spring on its electric railway between Springfield, Peters- 
burg, Beardstown, Rushville, Mount Sterling and Quincy. 
The company will supply power for lighting purposes and 
its power station will be located on the Sangamon River. 
in Sangamon County, Ill. The repair shops will be located 
at Springfield. Capital stock, $2.000. Officers: George M. 
Skelley, president and general manager; W. S. Campbell, 
vice-president and secretary, both of Springheld. [E. R. J., 
Oct 5ccl2)| 

Evansville, Chrisney & Eastern Railway, Evansville, Ind. 
—At a recent meeting of the directorate of this company 
it was decided to push the work which has been undertaken 
by the company upon extensions from Boonville to Chrisney. 
and from Boonville to Lynnville. [E. R. J., Nov. 9, ’12.] 


Indianapolis Traction & Terminal Company, Indianapolis, 
Ind.—This company has placed in operation the extension 
of its East Washington line in Indianapolis from Audubon 
Road east to Sheridan Avenue. 


Laporte, Ind.—Plans are being made to begin work in the 
spring on the construction of an electric railway to connect 
Knox, Bass Lake, Winamac, Royal Center and Lafayette or 
Logansport. Ora Boserman is said to be interested. [E. 
Roig iNiOu., Sent 2e 

Louisville & Northern Railway & Lighting Company, 
New Albany, Ind.—This company is considering an exten- 
sion of its lines in Jeffersonville. ; 


Louisville & Interurban Railway, Louisville, Ky.—This 
company is considering the extension of its line in La 
Grange, Ky., east to the depot of the Louisville & Nash- 
ville Railroad in La Grange. 


*Madisonville, Ky.—An electric railway between Madison- 
ville and Nortonville is in prospect. The right-of-way will 
be granted free by residents of the territory affected. It is 
said that stock to the amount of $50,000 has been subscribed 
in a company which will back the enterprise. 


: United Railways & Electric Company, Baltimore, Md.— 
This company has been asked to consider plans to build 
an extension along the old Jerusalem turnpike from Belair 
Road in Gardenville. 

Mexico City (Mex.) Tramways.—This company has com- 
pleted the construction of the first division of its interurban 
electric railway between Mexico City and Toluca. 

*Cheboygan Electric Light & Power Company, Cheboy- 
gan, Mich.—It is said that the Cheboygan Electric Light & 
Power Company has proposed to build an electric line be- 
tween Cheboygan and Petoskey on condition that special 
elections, conducted at\ the company’s expense, show that 
the people will support the enterprise and grant franchises. 

Mesaba Electric Railway, Duluth, Minn.—This company 


has completed its i2-mile line between Hibbing and Gilbert 
and will soon place it in operation. 
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*St. Paul, Minn—Authorities of the State Farm School 
lave made a survey for a proposed electric railway to con- 
nect with the Como-Harriet line of the Twin City Rapid 
Transit Company, which is to operate the line. j 

St. Louis Belt, Illinois & Eastern Traction Company, St. 
Louis, Mo.—A committee composed of C. H. Crolston, 
William Folkerts, H. F. Hoehn, David Taylor and Frank 
Stauder has been appointed to take up the matter of placing 
bonds for the survey of the route of this proposed railway 
from East St. Louis to Pana. [E. R. J., Nov. 16, ’12.] 


Manhattan & Queens Traction Corporation, New York, 
N. ¥.—The Public Service Commission, First District, has 
granted the application of the Manhattan & Queens Trac- 
tion Corporation for a certificate of convenience and ne- 
cessity for the construction of an electric railway in Queens 
Bcrough, running from the Queensboro Bridge to and 
through Jamaica, and across the rest of Queens Borough to 
the Nassau County line. This corporation has taken over 
the rights of the South Shore Traction Company and the 
Manhattan & Jamaica Railway, covering the same route. 
It was organized recently by the MacArthur Brothers Com- 
pany, which has the contract for the construction of the 
railroad. The South Shore Traction Company already op- 
erates an electric line over the Queensboro Bridge, and 
work has begun on the building of the extension to Jamaica. 

*Watertown Light & Power Company, Watertown, N. Y. 
—It is reported that plans are being considered by this 
company to build an electric railway between Watertown 
and Carthage in the near future. 

Fargo & Moorhead Street Railway, Fargo, N. D.—This 
company has completed and will soon place in operation 
its new extension to Dilworth. 

Nipissing Central Railway, Cobalt, Ont.—This company 
will apply to Parliament for a special act extending the 
time for the completion of its line between Cobalt, Hailey- 
bury and New Liskeard. Thomason, Tilley & Johnston, 
Toronto, are the solicitors. 

Brantford & Hamilton Electric Railway, Hamilton, 
Ont.—This company will apply to Parliament for an act 
authorizing it to construct, in addition to the railways 
already authorized, a line from a point near Langford, 
thence through Ancaster, Beverly, South and North Dum- 
fries to a point near Galt, Ont. 

Ottawa, Ont.—A new line is contemplated by the Cana- 
dian Northern Railway, between Ottawa and Rideau Junc- 
tion. It is proposed to operate gasoline-electric cars. 

Niagara, St. Catharines & Toronto Railway, St. Cath- 
arines, Ont—Work has been begun by this company on its 
extension to Niagara-on-the-Lake. It is expected that at 
least 5 miles will be graded before operations are suspended 
for the winter. 

Multnomah Central Railway, Portland, Ore—This com- 
pany’s extension from Sandy to Cherryville is considered 
assured. Beyond Cottrell on the Mount Hood line of the 
Portland Railway, Light & Power Company, the right-of- 
way has been cleared preparatory to grading and track 
construction. This line will extend from Cottrell to the 
base of Mount Hood, near Welch Place. E. R. Ernsberger, 
Portland, president. [E. R. J., Nov. 2, ’12.] 

Portland Railway, Light & Power Company, Portland, 
Ore.—Construction has been begun by this company on 
the extension of its Mount Tabor line from its present 
terminus at East Sixty-ninth Street to East Eighty-eighth 
Street, Portland. 

United Railways, Portland, Ore—Plans are being con- 
sidered by this company to extend its line from Banks to 
Tillamook. y ‘. 

Lehigh Valley Transit Company, Allentown, Pa.—This 
company has placed in operation express service on its new. 
route between Philadelphia and Allentown. 

Clairton & Blair Street Railway, Clairton, Pa.—This com- 
pany will begin construction at once on its 2-mile line to 
connect Wilson, Blair and Clairton. Officers: W. G. 
Weimer, 424 Fourth Avenue, Pittsburgh, president, and J. 
E. White, 424 Fourth Avenue, Pittsburgh, secretary, [E. 
R. Ju. O¢t Atpiia al encnae > algo 

Hagerstown, State Line, Greencastle & Mercersburg | 
way, Middleburg, Pa——Preliminary arrangements are 


* 
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made by this company to build its 22-mile line between 
Hagerstown and Mercersburg during the winter. J. B. 
Ferguson, chief engineer. [E. R..J,,.Oct.,10,°’12.] 

Pittsburgh, Pa—A certificate from the Secretary of the 
Commonwealth was filed in New Castle on Dec. 9 in behalf 
of the Pittsburgh, Harmony, Butler & New Castle Street 
Railway. The certificate gives the company permission to 
extend its line from Ellwood City through Koppel to Col- 
lege Hill, where it will connect with the Beaver Falls 
Traction Company’s line and enter that town. 


Saskatoon (Sask.) Electric Railway—The town of 
Sutherland, about 2 miles from Saskatoon, is considering 
the installation of an electric light and power plant to be 
owned and operated by the municipality, and it is also ask- 
ing that this company wiil extend its line to Sutherland. 
The town of Sutherland offers to lay the rails. 


West Tennessee Traction Company, Memphis, Tenn.— 
This company advises that it has secured right-of-way, 
completed surveys, made financial arrangements and will 
begin the construction of the first section of its line be- 
‘tween Memphis and Arlington, a distance of 25 miles, about 
Jan. 1. This line will eventually connect Memphis, Browns- 
ville, Jackson and intermediate towns. Officers: George C. 
Bennett, Tennessee Trust Buiding, Memphis, president; 
B. G. Sargent, Memphis, vice-president and general man- 
ager; W. L. Swift, Memphis, secretary and treasurer, and 
A. N. Bullett, chief engineer. Headquarters, Southern Ex- 
press Building, Memphis. [E. R. J., Sept. 30, ’11.] 

Murfreesboro (Tenn.) Electric Railway.—Work has been! 
begun by this company on its line to connect Murfreesboro, 
Nashville and Woodbury. J. L. Parks, Murfreesboro, is 
interested. [E. R. J., Oct. 5, ’12.] 


*South Pittsburg, Tenn.—An electric railway between 
South Pittsburg and Richard City, Tenn., is to be built by 
J. W. Adams, Chattanooga, Tenn., who recently purchased 
the power plant at South Pittsburg from W. C. Houston, 
of Nashville. 


Trinity Valley Traction Company, Dallas, Tex.—An- 
nouncement has been made that preliminary arrangements 
have been made and construction will be begun by this com- 
pany in January on its proposed railway between Austin 
and Dallas via Waxahachie, Marlin and Hubbard City. J. 
V. Watkins, Dallas, president. [E. R.J., Oct. 12, ’12.] 

El Paso, Tex.—The Stone & Webster Corporation, Bos- 
ton, is now in the possession of the franchise and deeds 
for the right-of-way for an electric railway from El Paso 
down the Rio Grande Valley to Ysleta, a distance of iz 
miles. Preliminary arrangements are now being made to 
begin the construction of this line at once. [E. R. J., Dec. 
7, 12.) 

Ogden (Utah) Rapid Transit Company.—This company 
has awarded contracts to Henry Bateman and to Henry 
West for grading the uncompleted sections of its line from 
Hermitage to Huntsville. 


Salt Lake & Ogden Electric Railway, Salt Lake City, 
Utah.— During the next few weeks this company will award 
contracts to build 5 miles of second track, and during the 
next few months it will award contracts to build 1o miles 
of additional second track in Salt Lake City. Contracts 
will also be placed for the construction of a concrete steel 
girder bridge, with two 85-ft. spans, for double track. 


West Virginia Traction & Electric Company, Wheeling, 
_ W. Va.—Work has been begun by this company repairing 
its track between Block’s station and Mount de Chantal. 
The track will be raised and will be reballasted and new 
ties and rails will be laid. Besides these improvements the 
company is making repairs all along the line. 

Walla Walla (Wash.) Valley Railway.—Plans are being 
made by this company to build soon a 7-mile extension from 
the state line to Vincent. 


Wisconsin Public Service Company, Green Bay, Wis.—. 


This company has rebuilt about 1% miles of track on Wal- 
nut Street in Green Bay. ; 


SHOPS AND BUILDINGS 


Calgary (Alta.) Municipal Railroad—During the next six 
months this company plans to award contracts to build an 
addition to its repair shops and purchase new equipment. 
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San Francisco, Napa & Calistoga Railway, Napa, Cal.— 
During the next few weeks this company plans to build’a 
new combination passenger, baggage and freight depot in 
Calistoga, 

Idaho Railway, Light & Power Company, Boise, Idaho.— 
Construction has been begun by this company on its new 
depot in Caldwell. The structure will be 80 ft. x 80 ft. and 
will contain quarters for the various departments of the 
company, including offices, passenger waiting room, freight 
room, substation, etc. 

Illinois Traction System, Peoria, Ill—Arrangements are 
being made by this company to build a new station and 
office building on the site of the old National Hotel in 
Peoria. The structure will be eight stories in height and 
will cost about $200,000. 

Fort Wayne & Northern Indiana Traction Company, Fort 
Wayne, Ind.—This company has completed its new freight 
terminal in Fort Wayne. The offices of the company will 
soon be moved to this building. 


Boston & Eastern Electric Railroad, Boston, Mass.—This 


“company is making plans to change the location of its pro- 


posed terminal in Beverly from Odell Bow 


Street. 


Boston (Mass.) Elevated Railway.—This company has 
placed in operation its new station at Dover Street in 
Boston. 

Minneapolis (Minn.) Street Railway.—This company has 
opened a new station called Mayview, half way between 
Deephaven Junction and Glen Lake in Minneapolis. 

Kansas City, Clay County & St. Joseph Railway, Kansas 
City, Mo.—This company plans to move its general offices 
in Kansas City to the building recently leased by the com- 
pany on the northeast corner of Thirteenth Street and 
Walnut Street. 

Helena Railway & Light Company, Helena, Mont.—Work 
has been begun by this company on its new carhouse in 
Helena. 

Oregon Electric Railway, Portland, Ore—This company 
has awarded a contract to Ladeaux & Ladeaux, Portland, to 
build its new repair shops in Vale. The structure will be 
B35  fts x1 135. Lt: 

Corpus Christi Street & Interurban Railway, Corpus 
Christi, Tex.—This company plans to move its carhouse 
near the San Antonio & Aransas Pass Railway station in 
Corpus Christi to a new site, covering an entire block in 
Corpus Christi. 

Salt Lake & Ogden Electric Railway, Salt Lake City, 
Utah.—During the next few weeks this company will award 
contracts to build an addition to its carhouse in Salt Lake 
City and contracts for the construction of several new 
stations. 


POWER HOUSES AND SUBSTATIONS 

Conneaut, Kingsville & Ashtabula Railway, Kingsville. 
Ohio.—Property has been bought by this company north 
of Kingsville upon which it plans to build a new power 
house in the near future. W. E. Hawley, president. [E 
Rr eeOctwncoe 12: 

Spartanburg Railway, Gas & Electric Company, Spartan- 
burg, S. C.—Plans are being considered by this company 
to build a new power plant near Spartanburg, 

Salt Lake & Ogden Electric Railway, Salt Lake City, 
Utah.—This company has purchased one additional 4oo-kw 
motor-generator set for installation at its power plant in 
Salt Lake City. 

Bellingham-Skagit Interurban Railway, Bellingham, Wash. 
—This company has completed its new substation at Con- 
Grete, . 

Monongahela Valley Traction Company, Fairmont, W. 
Va.—This company has established locations for substa- 
tions between Clarksburg and Weston. One of these is at 
Interstate, another at Janelew, and the third south of 
Weston. 

Wisconsin Public Service Company, Green Bay, Wis.— 
This company has contracted for one 1200-kw Allis-Chalmers 
frequency changer and one 500-kw GE rotary converter for 
its power house in Green Bay. 


Square to 
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Manufactures and Supplies 


ROLLING STOCK 


Salina Street & Interurban Railway, Salina, Kan., expects 
to purchase one single-truck closed car. 

St. Paul (Minn.) Southern Electric Railway is reported to 
be in the market for two passenger and two express cars. 

Sioux City, Crystal Lake & Homer Electric Railway, 
Dakota City, Neb., is in the market for two long double- 
truck open cars. 

San Diego (Cal.) Electric Railway has ordered one cen- 
ter-entrance car through Pierson, Roeding & Company 
from The J. G. Brill Company. 

Salt Lake & Ogden Railway, Salt Lake City, Utah, expects 
to purchase six motor cars complete, one 35-ton electric 
locomotive, line, box, flat and brick cars and electrical heat- 
ers for regular equipment. 

Fort Wayne & Northern Indiana Traction Company, 
Fort Wayne, Ind., has ordered from The J. G. Brill Company 


ten 21-ft. semi-convertible near-side one-man car bodies’ 


mounted on Brill 21-E trucks. 


Dominion Power & Transmission Company, Hamilton, 
Ont., is considering the purchase of twelve double-truck 
cars for use on the Hamilton Street Railway. The company 
has received four of the twelve single-truck cars that were 
ordered the first of the year from the Preston Car & Coach 
Company. 

Detroit (Mich.) United Railway has ordered fifty 31-ft. 
3-in. special type double-truck pay-as-you-enter car bodies 
from the G. C. Kuhlman Car Company and ten interurban 
cars and three cars of the Pontiac type from the Niles Car 
& Manufacturing Company. The ten interurban cars are 
duplicates of the new type which the company operates 
between Detroit and Cleveland. 


Southern Illinois Railway & Power Company, Chicago, 
Ill., has ordered the following rolling stock from the Amer- 
ican Car Company: Two 48-ft. passenger-smoking cars 
with Brill 27-MCB-2 trucks; two 48-ft. passenger-baggage 
cars with Brill 27-MCB-2 trucks; two 48-ft. trailers with 
Brill 27-MCB-2 trucks; one 48-ft. baggage-express car 
mounted on Brill 27-MCB-3 trucks. 


TRADE NOTES 


Lorain Steel Company, Johnstown, Pa., is reported to be 
considering a plan to enlarge its plant at Johnstown next 
year. 

Peter Smith Heater Company, Detroit, Mich., is conduct- 
ing a test on one of the cars of the Metropolitan West Side 
Elevated Railroad in Chicago. 


L. H. Mesker has resigned as manager of the St. Louis 
branch of Manning, Maxwell & Moore, Inc., to become 
connected with the sales department of the Ferro Machine 
& Foundry Company, Cleveland, Ohio, after Jan. 1, 1913. 

International Steam Pump Company, New York, N. Y., 
has elected Hampton E. Tener to fill one of the vacancies 
on the board of directors caused by the retirement of N. W. 
Jordan, Willis Farrington and.Mather Fleischer. Two of 
the vacancies were not filled. 

Western Electric Company, New York, N. Y., has received 
an order from the Chicago & Alton Railroad for telephone 
train-dispatching equipment necessary to install its first 

circuit between St. Louis, Mo., and Bloomington, Ill, a 
distance of approximately 160 miles. 


Wagner Electric Manufacturing Company, St. Louis, Mo., 
at the annual meeting of the stockholders on the second 
Monday in January will vote on a 20 per cent increase in 
capitalization. This increase will be allotted to stockholders 
of record at par in the ratio of one share of new stock for 
every five shares now held. There is $1,500,000 of common 
stock outstanding at present and no preferred stock or 
bonds. 


O. L. Remington, Melbourne, Australia, is making a tour 
of the United States, Great Britain and Europe i in the inter- 
«sts of William McLean & Company, Melbourne, Australia, 
electrical engineers and contractors. Mr. Remington will 


be in the United States this month and again about the 
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middle of February. He will make his headquarters at the 
Auditorium Hotel, Chicago, Ill, while in this country. 
William McLean & Company are one of the largest dis- 
tributing electrical jobbing houses in Australasia and handle 
several American electrical lines. 

Hale & Kilburn Company, New York, N. Y., is increasing 
the size of its plant at North Philadelphia, Pa., for the pur- 
pose of manufacturing ‘all-steel car products. A second 
concrete building is under construction, which will add 
about 125,000 sq. ft., making a total of 625,000 sq. ft. in the 
entire plant. According to the company, its steel car prod- 
ucts are in use in whole or in part on nearly all of the steel 
passenger cars to-day. The products include pressed-steel 
interior car finish, doors, sash or seats. In the case of many 
cars the entire car interior has been supplied by the Hale 
& Kilburn Company. 

Van Dorn & Dutton Company, Cleveland, Ohio, has sold 
its electric department, in which armature, field and in- 
duction motor coils were produced and armatures rewound, 
to R. P. Pasco, who has had charge of this department for 
several years and is now operating under the name of 
Cleveland Coil & Manufacturing Company. The transfer 
involves all machinery, winding forms and tools, also all 
data and records pertaining to the manufacture of the elec- - 
trical parts mentioned. The entire electric department or- 
ganization of skilled workmen formerly employed by the 
Van Dorn & Dutton Company-.is now employed by the 
Cleveland Coil & Manufacturing Company. The plant of 
the new company is located at 1o11 Power Avenue, N. E., 
Cleveland, Ohio. 


Woodmansee, Davidson & Sessions, Chicago, IIl., consult- 
ing engineers, announce that they have associated with 
them in the capacity of combustion engineer C. M. Gar- 
land, late of R. D. Wood Company, and formerly of the 
faculty of the University of Illinois. Mr. Garland has had 
extensive experience in theoretical and practical combustion 
work during the past ten years, and has specialized in the 
gasification of fuels and the application of producer and 
water gas to industrial and power requirements. After 
Jan. 1, 1913, Woodmansee, Davidson & Sessions, in addi- 
tion to their present line of work, will be open for consul- 
tation on the design and operation of producer and water 
gas apparatus, gas power installations, gasification of low 
grade fuels, and the application of gas to the various heat- 
ing problems. 


Service Engineering Company, Philadelphia, Pa., has been 
incorporated under the laws of Pennsylvania with a capital 
stock of $10,000 to engage in electrical and mechanical con- 
tracting and repair work. The company will specialize in 
switchboard construction and the installation of isolated 
plants, storage batteries, etc. The members of the firm are 
as follows: Frank D. Miller, president of the National 
Brake Company, Buffalo, N. Y., president; John L. Gould, 
master. mechanic of the Reading. (Pa.). Transit Company, 
vice-president; T. Edgar Kirk, for many years connected 
with the Electric Storage Battery Company and with Watts — 
& Stearn, secretary and treasurer. Harry Branson, who 
was formerly superintendent of equipment of the Philadel- 
phia (Pa.) Rapid Transit Company, will be superintendent | 
of the Service Engineering Company. The shops and the 
office of the company are located at 13-17 South Eighteenth 
Street, Philadelphia. noe 


ADVERTISING LITERATURE 


Snow Wire Works Company, Rochester, N. Y., has issued 
a booklet in which the Rochester wheel guard is falls de- 
scribed and illustrated. 


Stone & Webster, Boston, Mass., have reprinted es Theiss 
Stone & Webster Public Service Journal for October, | 1912, ‘2 
= article ‘Valuation of Public Service Properties,” 

. Nash, of their office. 


“war Electric Company, New York, N. Y., 
cluded i in the December issue of the Western Eee, 


pany, a supplement showing a general view of - 
thorne works made from an actual aerial photog 
photograph was taken by a photographer of. 
Tribune, who as up in an seroRe De with | A 
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CHLY AND INTERURBAN CARS AND TRUCKS 


A Light Brill Truck That Stays Square 


The life of a truck is limited by the ability of the frame to keep 
it square. Once the axles are no longer exactly parallel, friction 
begins, bearings grind and heat, motors get out of line and the truck 
begins to establish cordial relations with the repair shop. The Brill 
21-E Truck has two features that distinguish it from all other single 
trucks—solid forged frames and long diagonal cross braces—double 
assurance of permanent squareness. It is a truck that will outlive 
any built-up frame truck. It will stay square and will not sag at the 
ends in spite of the pounding of crossings, the side-strains of curves, 
the torque of powerful motors or the burden of heavy weights. 

There are other good points worth noting about the 21-E Brill 
truck, among them its suitability for use under long cars, its simple, 
easily adjusted brake system which responds quickly to the operating 
mechanism, wide-wing journal boxes and its stable, easy-riding spring 
arrangement. If you are looking into the single-truck proposition, — 
here is one that merits your critical attention. Details are yours 
for a word. 
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These two G-E TC-6-200 KW 1200 RPM 600 volt rotaries are operated in series to give 1200 volts for the Aroostook Valley R.R. Co. lines. 


G-E 1200 Volt DC Railway System 


“The Most Efficient, Practical and Economical” 


ROB Stichter,: Gen: Mer; Aug. le. OTe 

Southern Traction Co., 

1316 1/2 Commerce St., 
Dallas, “Tex: 
Dear Sirs 

In answer to your inquiry of the 7th, I beg to say we are us- 
ing the General Electric, 60 cycle Rotary Converters, such as you 
describe. They have been in use two years, and we have ordered a 
duplicate set this season, for an extension to our line. 

The maintenance expense has been very small: indeed we be- 
lieve this system to be the most efficient, most practical and most 
economical method of applying electric motive power to railroads. 

Yours traiva 
Aroostook Valley R. R. Co. 


 —s 
General Electric Company 


Pres. 
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